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SCHEDULES 
EAST and WEST 


For shippers routing freight 

east or west through Mid- 

America, the Illinois Cen- 

tral’s Western Lines offer 
advantageous connections with 
through competitive schedules, effi- 
cient service and equal rates. 


All rail traffic between East and 
West crosses or moves over the 
Illinois Central, which connects at 
500 points with 150 other railroads. 


Teal Colemald bay 


Central Antery of lhe Hation 


Its north and south lines pro- 
vide the direct through route 
linking the Great Lakes 
region with New Orleans 


and other Gulf Coast ports and Latin 
America. 


It’s with good reason that the 
Illinois Central’s 6,600 miles of 
modern, well-maintained railroad 
are called the Main Line of Mid- 
America. 


& Miami 
“ : 


L SYSTEM 





| nerationua + 
TRA Ps ~\ 2s 4* Far 


ORLD November 24, 1945 ae a 


Vu this Fssue 








BUY VICTORY BONDS 


Vol. 76, Number 21 — Whole Number 2016 








NE eon a eon et arcn eluates eomaemea ane 1255 

Decisions of the Commission....:...............2s2e40- 1259 S r E E p 

Railroad Abandonmoents .............cccccccccsccscece 1264 

oe a a eens iia ae 1265 

Miscellaneous Traffic Decisions.................+-..06- 1270 EFFICIENCY 

ne N50 Bo ds os ences eaeeaswaeaas rae 1270 

TE IID 5 sed oie vaca ceddntaswwapeewee 1281 E C 0 N 0 M y 

Sn II = ooo iss ns sna anise enix ewe 1282 : 

Ee TN a6 ins os oe cock dacaniesssesayic 1283 A, one esosnitel ee ship- 

Me I IE aoc os io Soc siag ote eit aid cei sieieiersnaererans 1284 ping operations— 

ee eee ae Sten eee re ry” 1285 

Sn Te a ene RET eae 1294 ALL are to be found at our port. To 

Ne NE ON 5 os oo ss oidisc os ce ena soseasiee owe 1296 wei these factors, aad older facili- 
ties are being modernized and our 

A OE a FI sae ooo i hie nh wibies oss sinesewiods 1298 new facilities are being built to ac- 

Digests of New Complaints................0..0.e0ee0e: 1304 commodate the mechanized equip- 

Docket of the Commission................0.0.0ceeee ees 1305 ment which came into such wide- 

Index of Advertisers..............0.0.c0ceceeeeeeees 1308 spread use during the war. 


Copyright, 1945, Traffic Service Corporation 


We are doing our utmost to make 
certain that nowhere can cargoes be 
handled more speedily — more effi- 
ciently — more economically. 
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Victory Bont 


CAN MAKE TRA REAMS COME TRUE 


Even with the fighting over, there’s still one more big job to do— 
backing up victory by making the peace financially secure. It’s our 
privilege to buy Victory Bonds to help pay the tremendous cost 
of winning the war ... to provide the best of care for our wounded 
... to spike the possibility of inflation. 
Victory Bonds can give you a measure of security—the peace of mind to step out 
and do things that have always seemed far in the future. Make your plans now for 
a summer of fun in Northern Wisconsin, Minnesota or Upper Michigan. Or get 
ready to store up a lifetime of memories in the Canadian Rockies—the spot for an 
ideal vacation. Take the first step—buy an extra Victory Bond today. 


For travel information, see your 
nearest Soo Line Railroad Agent 
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This advertisement is on 
national magazine 
Vultee’s contributi 
standing of how an 


present-day Air Supremacy- 


..by the Skin of ourlee 


EVERAL TIMES during the European phase of this war, victory 
was almost within Germany’s grasp ...on land, on the 
sea, or in the air. 


Above all, knowing the vital importance of air supremacy, 
the Nazis tried time and again to wrest it back from the Allies. 


And they almost succeeded. 


Time ran out 


Especially in the last months of the war, our margin of 
safety was slimmer than most of us suspected. 


Just how slim it was is known best to certain American mili- 
tary experts who have since inspected some of Germany’s under- 
ground research laboratories and war plants. 

Here they saw secret weapons in various stages of develop- 
ment . . . weapons which might conceivably have turned the trick 
for the Nazis if they could have used them boldly in a last desperate 
gamble. 

Some of these things can now be revealed. Others cannot —yet. 


In one plant, the U. S. Army officers found partially 
assembled jet fighter planes of radical new design. There were 
planes potentially better than anything the Allies had in 


s and newspapers as 
on toward a clearer P 


d why Ameri 


TRAFFIC WORLD 


e of a series now appearing in 


Consolidated 
ublic under- 
ca must retain its 


combat at that time. 


If time hadn’t run out on the Germans, quantities of these 


jet planes might have changed the balance of air power in their 
favor. 


In a V rocket plant, burrowed 800 feet deep in limestone 
rock, our technicians found blueprints for a fearful V bomb 
with an estimated range of 3000 miles. 

“We planned to destroy New York and other American 
cities starting in November,” said a German rocket engineer. 


Target: U.S.A. 


In a converted salt mine, our ordnance officers examined 
nearly completed jet-propelled heavy bombers. . bombers 
claimed by the Germans to be capable of crashing high explosives 
into the industrial cities of the eastern United States and flying 
back again across the Atlantic. 


Goering himself said the planes had been successfully test- 
flown and would have been in operation if Germany could 
have held out 3 months longer. 


But those catastrophes, and others, never quite came to 
pass on the German timetable of war. We managed, right to 
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the end, to maintain the air supremacy we had achieved . . . some- Constant and continuing research in the field of aeronautics is 
times just by the skin of our teeth. a MUST for America . . . today and always! 


As long as we maintain our air superiority after victory, 
no aggressor nation is apt to be foolhardy enough to dream of 
attacking us. 


But experimental research is only the first step in winning 
the race that will insure America from attack in the future . . . 





Why Japan surrendered 


Now that victory is ours in the Pacific, many people sincerely 
believe that it was U. S. air power that brought Japan to her 





The best planes periodically resulting from this research 


knees. must be put in production in sufficient quantities to develop 
This, we believe, is only partly true. manufacturing techniques and tools and to keep the nucleus 
But Japan’s defeat points out one lesson that simply can’t be of a manufacturing organization which can be quickly ex- 

argued down: The nation that loses supremacy in the air cannot panded if ever needed. 

win a war or remain secure in peace. We must also have enough planes for our Armed Services to 
Because of this fact, Japan’s case was hopeless even before train the Flight and Ground Crews in their use. One or two experi- 

the advent of the atomic bomb. It was only a question of time mental planes are not enough to keep our Air Force and manu- 

before she caved in . . . for she had lost control of her skies. facturing organizations ready for any emergency. 


Only when the design and production “bugs” always present 
imni i 1 ealed and eliminated by use—can 
The race we must Keep Wining © .2.intovingairerat be considered proven military weapons. 


America is now ahead in the development of new aerial 


weapons. LET’S KEEP AMERICA STRONG 
But there can be no security for us in the future if we rest 
Mia a 
content on our present-day superiority and allow ourselves IN THE AIR! 





to lag in aeronautical research and development. 


CONSOLIDATED VULTEE AIRCRAFT CORPORATION 


San Diego, Calif. Tucson, Ariz. Nashville, Tenn. Dearborn, Mich. Miami, Fla. 

Vultee Field, Calif. Fort Worth, Texas Louisville, Ky. Allentown, Pa. Member, Aircraft 

Fairfield, Calif. New Orleans, La. Wayne, Mich. Elizabeth City, N.C. War Production Council 
3 J ; I. 
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CONVAIR MODEL 37 LIBERATOR LIBERATOR EXPRESS CORONADO PRIVATEER CATALINA CONVAIR MODEL 110 SENTINEL 


Pan American Clipper 4-engine bomber transport patrol bomber search plane patrol bomber commercial transport “Flying Jeep” 
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S we carve the turkey, 
rejoicing as Thanksgiving recaptures its old 


meaning, we of the G.M.&O. must express 
thanks to you who have been understanding, 
yes, patient with us during the war, 

and are pleased to report that we are rapidly 
returning to normal operation and the 


kind of service we like to givé. 
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The Case for Highway Transportation 


We were discussing, the other day, with an ex- 

® tremely able official of the American Trucking 

Associations, Inc., a pamphlet recently circulated by 

that organization on the Lea transportation question- 
naire, bearing this rather formidable sub-title: 

“A Tentative Analysis by A. T. A. Staff of Inquiry 
Circulated by Chairman Clarence F. Lea of the House 
Interstate Commerce Committee Under House Resolu- 
tion 318.” 

In the course of the conversation, we happened ‘to 
mention that we thoroughly approved of what the pam- 
phlet had to say, under the second general heading of 
the questionnaire, “Regulation,” about the need for 
amendment of the anti-trust laws to protect what it 
called the “bureau method of publishing rates,” of 
which it said that “its continuance is desirable and nec- 
essary in the public interest.” 

We called attention to an article in the current 
issue of the official organ of one of the state truckers’ 
organizations affiliated with A. T. A., in which, in the 
course of a wild excoriation of railroads generally, the 
instant suit of the Anti-Trust Division of the Depart- 
ment of Justice was held up as proof of the general 
iniquity of the railroads. 

We remarked that, since motor carriers, generally, 
used exactly the same methods of rate making as the 
railroads, it was hardly smart strategy for a truckers’ 
organization to gloat over the fact that the railroads 
were under governmental suspicion because of those 
practices. Our friend’s sententious and heartfelt re- 
joinder was: 

“We can take care of our enemies, but God help us 
from the ministrations of some of our friends!” 

There is an exact corollary of that situation. 
Sometimes, hard as we try to be friendly admirers of a 
group, we can’t help wondering why they continue to 
insist on inept and inaccurate arguments. 

There are two of these, continuously used by high- 
way carriers, that annoy us no end. We wish they 
would quit using them, not only because we think their 
continued use does the highway transportation actual 
harm, but because, in all conscience, there are so many 
sound arguments ready for use by its proponents that 
these two, if abandoned, would never be missed. 

The first is the statement, intended to convince the 
public that highway transportation is essential to mod- 
ern American living (as if everyone above the age of 


reason is not ready to acknowledge that fact anyway), 
that some 45,000 communities in this country depend 
entirely on highway transportation for all of the needs 
of living produced outside their respective communities. 

Now, it is easy to prove that a long list, containing 
perhaps as many as 45,000 community names not ap- 
pearing on any railroad timetable or trainsheet, could 
be compiled. The fallacy lies in the fact that what are 
called communities for this purpose are not communi- 
ties at all so far as the distribution of goods is concerned. 


The writer’s home, for instance, is in a suburban 
village of Chicago, named La Grange. Two blocks from 
his home there is an imaginary line separating his vil- 
lage from another called La Grange Park. La Grange 
is on the main line of the Burlington Railroad, but there 
is no railroad station, passenger or freight, at La Grange 
Park. Hence, La Grange Park would appear on that list 
the highway transportation organizations consider so 
significant, as a community depending solely on high- 
way transportation. 


N FACT, of course, we play bridge on the suburban 
trains as often with men from La Grange Park as 
from La Grange; and the freight platform at La Grange 
Burlington station probably receives as many shipments 
destined to La Grange Park as to La Grange. The taxi 
fare from the station is the same to either village and, 
we suspect, the cartage charges on freight and express 
shipments are also indentical. 


* There is no way of knowing, short of checking the 
whole of the hypothetical list, how many of the claimed 
45,000 communities are comparable to the twin villages 
used as an example. Indeed, it would be a vast and 
tedius job to check so large a list. It is fair to say, how- 
ever, that there is a large enough proportion of such 
instances to make it pretty certain that the whole argu- 
ment could be abandoned to advantage. 


The second argument is that the highway carriers 
haul 25 per cent of all the country’s freight. Here the 
whole matter rests on how one measures that quantity. 
Perhaps, if one considered only the total number of tons 
of freight carried, the proportion would be nearly enough 
correct not to admit of anything but captious question- 
ing. But that sort of a measure is neither logical nor 
fair. The honest unit of transportation is not a ton of 
weight, but a ton of weight moved for one mile, a ton- 
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two loaded Trailers there, returns to Flint, and T 
then makes another round trip before morning, resolu 
A. F. Matthews, pulling ‘double bottoms’ in both directions. Colleg 
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mile, in short. Using that unit, the 25 per cent is ob- 
viously far too high. 

No. There are multitudinous advantages of high- 
way transportation that can be reasonably stressed by 
those concerned with convincing the public of its vital 
necessity to the country. The case for highway trans- 

rtation, we firmly believe, will be a better case when 
the kind of dilution we have described, is squeezed out. 





The Alumni Approves 


Reactions to the announcement last week, that the 
publishers of the Traffic World had purchased the Col- 
lege of Advanced Traffic, have been universally favor- 
able. Expressions received indicate that others agree 
with us that the new affiliation will be of benefit both to 
the college and to the Traffic World. 

We are especially gratified with the position taken 
by the Alumni Association of the College of Advanced 
Traffic, which discussed the matter at its annual meet- 
ing, the evening of November 20, and unanimously 
adopted the following resolution: 


“This association having fully considered the state- 
ment of policy in the editorial of the Traffic World dated 
November 17, 1945, believes the acquisition by the 
Traffic Service Corporation of the College of Advanced 
Traffic will result in great benefit to this organization 
and in the educational promotion within the traffic pro- 
fession. Therefore we congratulate the new owners on 
their purchase, wishing them continued success in their 
operation of the college; and we further pledge our con- 
tinued full, hearty and loyal support and cooperation.” 


The association has presented copies of the above 
resolution to the Traffic Service Corporation and the 
College of Advanced Traffic. They are signed by the 
president, Joseph A. Kemper; Hugo Zierfuss, vice-presi- 
dent; E. A. Richards, recording secretary; H. E. Schau- 
ble, treasurer; T. A. Busch, financial secretary; F. Wall- 
work, parliamentarian; F. M. Senkpiel, chairman of 


the board of directors, and by D. R. Bayliss for the 
membership. 


Passing the Dollars Around 


The Interstate Commerce Commission, this week, 

in a revision of its original order in No. 28190, 
noted elsewhere, focused attention on its original order 
in that case, which is of more than ordinary interest at 
the moment, because of the controversy now going on 
between automobile manufacturers and the C. I. O. 
unions over demands for increases in pay. 


From the point of view of the manufacturers of 
automobiles, the inequity in the situation lies in the fact 
that the union, 6n the one hand, wants to increase the 
manufacturing payroll by thirty per cent, while the 
federal government, on the other, refuses an increase 
in the ceiling price of automobiles to cover at least part 
of the increased manufacturing cost. Government offi- 


tlals take the position that the increase should be ab- 
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sorbed in part by the manufacturers and in part by the 
retailers. It is difficult not to sympathize with the views 
of the makers and the sellers. 

Now comes the Commission and helps the manu- 
facturers and retailers somewhat by a decision which, 
in effect, donates to them some of the railroads’ money. 
In the original decision, it ordered rates on new automo- 
biles, carloads, to be made at a level no higher than 75 
per cent of the first class rate. The modification changes 
that to 85 per cent; but it does not alter the fact that 
the railroads are required to reduce their revenues, in 
order to help the automobile industry. 


It may be argued that the savings thus afforded 
will go to the purchaser, who ordinarily pays the freight 
rate from the point of manufacture to the point of pur- 
chase. The fact is, however, that, to the man who buys 
the automobile, the freight rate is part of the cost and 
influences him as much as the figures on the price list. 


Western railroads, in asking for the reconsidera- 
tion, said that the reduction to 75 per cent of the first 
class rate would have reduced their revenue from their 
traffic in new automobiles by more than $1,300,000 in 
1939. The Commission, in its order on reconsideration, 
admits that the revenue reduction will be substantial 
and that it merits the most serious consideration at a 
time when other revenues might well begin to decline. 
But it meets that issue only part way by increasing the 
percentage of first class allowable from 75 to 85 per cent. 

What government agency will now concern itself 
with finding some group from which it can take money 
to give to the railroads, so that part of the rail revenue 
loss involved may be recouped? 


Agriculture and Transport Equipment 


Complete “dieselization” of rail motive power, faster op- 
eration and reduction of dead weight of freight cars, and 
adoption of various refrigerator car “reforms” were mentioned 
as improvements that might be expected in railroad movement 
of freight in the post-war years, in a discussion of “the long- 
run transportation outlook” in the 1946 outlook issue of “The 
Marketing and Transportation Situation,” published by the 
Bureau of Agricultural Economics of the Department of Ag- 
riculture. 

“Many improvements in railroad equipment are already 
well past the experimental stage and ready for general adop- 
tion,” said the bureau. “The next few years will be a period 
in which the railroads will be heavy purchasers of rolling stock 
and other equipment, both to make up shortages and to re- 
place worn out and obsolescent equipment which was kept in 
service because of wartime shortages. In view of the well- 
known desire of the railroads to standardize equipment as far 
as possible, purchases in the next few years will set the pat- 
tern for some time to come. Consequently, it is to be hoped 
that the railroads in their present replacement programs will 
take advantage of all modern improvements.” 


After noting what it termed “a definite trend toward diesel- 
iztaion” by railroads in recent years, the bureau said that the 
effects of a number of recent improvements in the standard 
steam locomotive and the development of the steam turbine 
were offset to a considerable extent by the rising prices of 
coal. Fullest economy of Diesel operation could come only 
with a switch to complete dieselization, eliminating duplicate 
repair facilities, water and coaling stations, etc., said the bu- 
reau, adding that two small Class I railroads were now on a 
100 per cent Diesel basis. 


New Freight Car Features 


Principal improvements to be expected in freight cars, 
continued the bureau, were the use of high-speed trucks and 
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draft gear and the use of light weight materials to decrease 
dead weight. 

“If the railroads are to compete saccessfully with other 
means of transportation, particularly for high-rated freight,” 
it said, ‘faster operation of freight trains will be important. 
Reduction of dead weight gives economies at all operating 
speeds. The extent to which aluminum and other light weight 
metals are used in new cars will of course depend to a con- 
siderable extent upon the relative prices of the various mate- 
rials. As far as can be seen at present, any gains to agriculture 
from these improvements will take the form of improved serv- 
ice rather than reduced rates.” 

With respect to refrigerator cars, the bureau observed that 
the United Fresh Fruit and Vegetable Association has recom- 
mended, among other things, the following improvements: 
Standard dimensions, rugged light weight construction, high 
speed, insulation, collapsible bulkheads, half-stage icing, blower 
fans, and temperature indicators on the outside of the car. 
The bureau said that “other and much more radical proposals, 
such as mechanical refrigeration of cars, should at least re- 
ceive open-minded attention.” It stated that heater failure had 
caused about five times the damage claims of refrigeration 
failure in recent years, and expressed a hope that some type 
of thermostatically controlled heater might be developed to 
meet this problem. 

“One other problem still to be solved in refrigerator cars,” 
it added, “is the development of some type of springs and 
shock absorbers which will handle both the light-loading fresh 
fruits and vegetables and the heavier-loading canned goods and 
beverages ordinarily carried in refrigerator cars.” 


Motor Truck Developments 


Because of motor vehicle manufacturers’ desire to get 
into volume production as soon as possible, the bureau said, 
trucks built in the remainder of 1945 and in 1946 would prob- 
ably show little change from 1942 models, but subsequent models 
probably would reflect greater use of light weight metals and 
special alloys developed for other uses in the war years. 


“Eventually,” it predicted, ‘the turbine may he developed 
to the point where it challenges the supremacy of the recipro- 
cating engine for motor truck use. The theoretical advanatges 
of the turbine, with its fewer moving parts and lighter-weight 
per horsepower, have long been known. Practical application 
has been awaiting metals which would withstand intense heat. 
These are now available. 


“Agricultural interests may gain more from improvement 
of terminal market facilities for receiving truck-borne agri- 
cultural products than from any improvements in the trucks 
themselves.” 


Air Transport of Farm Products 


In a discussion of the air transport outlook as related to 
agriculture, the bureau said that fruit and vegetable shippers 
and receivers were not interested in the small loads that could 
be carried in the cargo compartments of passenger planes, ex- 
cept for experimental purposes, and that there were some indi- 
cations that operations of the contract carrier type would have 
a cost advantage over the common carrier. Continuing, it said: 


Undoubtedly, air-borne fresh produce will have to sell at some pre- 
mium over rail-borne produce, to cover the added cost of air transport. 
Recent experiments indicate that there is a market willing to pay a 
reasonable premium price. Most of these experiments were not carried 
on long enough, however, to indicate how much repeat business was 
available and how much was mere novelty impulse buying. The most 
encouraging experiment was that at Detroit, where air-borne lettuce 
sold at 5 cents a head premium, solely on its appearance and quality, 
without being identified to the consumer as air-transported. In most 
of the experiments, the produce was placed in special consumer pack- 
ages as well as being marked and trimmed. In these cases, it is some- 
what difficult to estimate how much of the appeal was due to the special 
pack and how much to the fact that the vegetables were shipped by air. 
To the extent that the appeal was due to the package or to merchandis- 
ing, this may be duplicated in many instances by similar packing and 
handling of surface-borne produce. 


While it is too early to make a flat prediction, it does not seem 
likely that a large vercentage of fresh produce will move by air at 
rates above 10 cents per ton mile. Substantial volume will be achieved 
only by rates approaching 5 cents per ton mile. Even these rates are 
higher than rail freight and rail express rates, but this is offset in part 
by the fact that perishables shipped by air are likely to reach the 
market in better condition and thereby bring a premium to offset higher 
freight costs. 

Improvements in refrigerator car and truck service may serve 
to curtail the volume of fresh fruits and vegetables to be moved by air. 


Effect of Class Rate Decision 


_ It was the bureau’s opinion that the Commission’s decision 
in the class rate case would have little effect on agriculture. 
It observed that most agricultural products moved on com- 
modity rates, rather than class rates: However, it added, “in- 
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sofar as the decision represents a tendency to insist Upon an 
approach to national uniformity in freight rates, this ma 

an effect in future decisions concerning agricultura] Commodi. 
ties.” 


Slattery on British Railways 


The accomplishments of British and American railroaders 
in wartime Britain were described by T. D. Slattery, general 
traffic manager of the Associated British & Irish Railways, Ine 
at the monthly meeting of the Western Railway Club at tip 
Hotel Sherman, Chicago, November 19. 

Women employes of the British railroads did a « 
job” during the war, performing every possible task ex 
the driving and firing of locomotives, Mr. Slattery said. Of, 
staff of 668,000 on the railroads, 113,000 were released to the 
armed forces and their places taken by 135,000 women. 

Damage inflicted by enemy action aggregated 2,000 o. 
casions on one company alone, the London Midland and Seg. 
tish, he said, including major damage at 141 passenger gt. 
tions, 54 freight depots and five motive power plants. There 
were 170 flying bomb and rocket incidents on this one com. 
pany’s system; there were over 800 casualties in staff ang 
passengers. 

From March 26, 1944, to the completion of the D-Day 
moves, a period of two months, nearly 26,000 special trains 
were run for troops, ammunition and equipment. In the month 
which followed D-Day, however, the all-time peak was achieved 
with the operation of 17,500 special trains. 

On the outbreak of war, ultra high-speed trains were with. 
drawn and timetables recast with maximum speeds of 60 miles 
an hour, Mr. Slattery said. All dining cars were withdrawn 
During the war there were nearly 14,000 air raids on the rail. 
ways alone throughout the country. Fifty trains were lost by 
bombing, losses in equipment were heavy, more than 13,000 pas- 
senger cars were completely lost or severely damaged by enemy 
action, and there was large scale damage to stations, ports, 
warehouses docks, he said. From D-Day to the end of 1944 
‘“‘we passed through our Southampton docks no less than 2,000- 
000 American troops and a stream of American army vehicles, 
which, if placed in a continuous line, would reach nearly 8,00 
miles. Twenty thousand locomotives and cars were also dis- 
patched to the continent in this period,” said he. 

Mr. Slattery praised the work of the United States Army's 
transportation corps, and the help given by American signal 
units which installed special equipment for traffic control. “The 
world of transport is enriched by the lessons of war,” he con- 
cluded. “The knowledge we have gained will stand us in good 
stead in the post-war era and lead us to achievements never 
before envisaged.” 


Split Deliveries at New York 


The transportation rates and services division, marketing 
facilities branch, Department of Agriculture, has written the 
chairman of the Trunk Line Association freight traffic managels 
committee opposing the association’s announcement No. 1702, 
proposing to amend Agent Curlett’s New York Harbor Tariff 
No. 116B, I. C. C. A-788, by the addition of a rule covering sort 
ing and making split delivery of carload shipments of daily 
freight at a charge of 2% cénts a 100 pounds. 

Observing that, unlike other cities where carriers offered 
adequate facilities to shippers desirous of performing their own 
loading and unloading, New York was not so equipped and 
that, as most carloads of dairy freight were brought into New 
York harbor by float and unloaded at piers for delivery, ft 
ceivers must accept pier or freight station service, the di- 
vision said the carriers were merely supplying deficiency ™ 
facilities not accorded or available to shippers and receivels 
elsewhere. In effect, though not in form, it said, carriers welt 
making team-track or siding delivery. : 

The division said it was understood the actual delivery of 
freight to trail gate of trucks was performed, not by railroa 
employes, but by private contractors who collected from SU 
service from shippers or consignees. Therefore, it said, it was 
believed the carriers were attempting to collect for making 
split delivery that they did not themselves perform. 


As there would probably be no more extra time, labor 
money expended by the railroads, the division said the al 
posed charge would “amount to nothing more than (1) an UF 
justifiable and unreasonable freight rate increase, (2) — 
nating against dairy freight receivers in the New York h 
area while other receivers of analagous freight will be acco 3 
the service at no charge, and (3) an undue preference or 0 
pee raf will result to receivers of dairy freight in other 
calities.” 
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nterstate Automobile Rates 


On reconsideration, by a report and order in No. 28190, 
.w Automobiles in Interstate Commerce, the Commission, by 
missioner Miller, has found that the rail rates on new 
tomobiles, in carloads, throughout the United States, are 
nd for the future will be unreasonable, where and to the ex- 
wnt they exceed or may exceed 85 per cent of the present 
rst-class rates, subject to a basic minimum of 10,000 pounds 
cars not exceeding 40 feet, seven inches in length, with 
gher graduated minima for longer cars. It modified the find- 
ys in its prior report, 259 I. C. C. 475. The Commission’s 
rder establishing the new rates is effective January 24, 1946. 

In the prior report the Commission found that the inter- 
vate railroad common carrier rates on new automobiles, in 
srloads, throughout the country, were unreasonable where and 
» the extent they exceeded or might exceed 75 per cent of 
x corresponding first-class rates, minimum 12,000 pounds, 
ithout prejudice to its action in No. 28300, Class Rate Inves- 
gation, 1939, then pending (see Traffic World, March 3, p. 
11). The Commission also found all other interstate rates, 
xluding those of motor and water carriers, not unreasonable 
unlawful. 

In the short proceeding, Commissioner Aitchison concurred 
the “result,” and Commissioner Mahaffie, dissenting in part, 
id, among other things, that he agreed with the majority that 
be minmum weight should be reduced, but that he thought 
e reduction went too far. Commissioner Patterson also filed 
dissenting opinion. 

The Commission said in the instant report that a basic 
inmum weight in excess of 10,000 pounds was favored by 
nly a few of the parties, and that the record lacked any sound 
vason for increasing that basic minimum. 


‘In the proposals submitted pursuant to our order of July 
| 1945, our attention is directed to the fact that in connection 
ih a minimum of 12,000 pounds a rating of second class is 
nerally maintained in the official classification,’ said the 
mmission. “A great majority of articles in all three classi- 
‘ations subject to a minimum of 10,000 pounds are rated sec- 
d class. Rates made 85 per cent of the present first-class 
ples, subject to a basic minimum of 10,000 pounds, would ap- 
eat to be just and reasonable, and should not appreciably af- 

the present adjustment on trucks nor on related articles 
ch as automobile parts.” 


In discussing the rates the Commission said that before 
icould require rates reductions it must find the rates unrea- 
mable or otherwise unlawful. Citing Mason City Brick & 
fle Co. vs. Chicago, M. St. P. & P. R. Co., 259 I. C. C. 372, 
4, the Commission noted it was well settled that rates de- 
essed to meet severe competition, as were many of the rail 
nes On automobiles, afforded no proper standard by which to 
“asure a reasonable maximum basis. 













































































Intense Competition Considered 


_ “Some of the parties argue that this principle has no ap- 
tation in a proceeding of this character, where such differ- 
“s In rate levels are shown to exist but in our opinion this 
ent has no force,” continued the Commission. “It is 
obable that in no other proceeding has competition of such an 
character in certain areas of the country been con- 
uted. This fact of itself, however, does not invalidate usual 
andards of reasonableness.” 


an Commission said the reductions that would be required 
nding in the prior report with respect to maximum rea- 
abeness would be almost entirely in the long-haul rates and 
ints where the competition encountered by the rail carriers 


at) ° ry 
. _ force, according to the rate data of record. Continu- 
» the Commission said: 
hooded dl losses in their revenues would be somewhat less than 
nt thet cm petitioning western and southern rail carriers, it is 
nurring at a _ reductions, nevertheless, would be substantial, and, 
IA tontin me when revenues from other traffic might be declin- 
Sewn A meriting most serious consideration. Moreover, under 
baal i. so of class rates which we prescribed in Class Rate 
em and Se om supra, the first-class rates within southern, south- 
Huced 19 Seay ern trunk-line territories, and interterritorially, will be 
ioubted] cent from the present basis, resulting in further and 
Y Substantial reductions in the rates on automobiles, if the 





basis prescribed in our prior report becomes effective. It appears doubt- 
ful whether the benefits accruing to the rail carriers in the form of 
increased traffic would be sufficient to make up for the substantial re- 
ductions in the long-haul rates that would be required under the find- 
ings in the prior report. 


From a review of all the facts of record bearing on the 
issue, the Commission said its opinion was that the first-class 
rates were to a certain extent in excess of a reasonable maxi- 
mum basis for the rail transportation of this traffic in carloads. 
It referred to appendix 6 of the prior report which, it said, 
was convincing that the general average of the rail rates, 
throughout the country as a whole, was below the first-class 
basis. It said the data in the appendix also indicated with rea- 
sonable certainty, however, that the reduced rail rates from 
the manufacturing points, assuming Detroit to be representa- 
tive, were above the level of second class to a majority of the 
states represented in the appendix. It continued: 


The relatively light average loading of automobiles, their value, the 
fact that the movement entails the use of special equipment, and a 
practically 100 per cent empty return movement of the cars, refutes the 
suggestion of Chrysler and associated manufacturers that 50 per cent of 
first class is a maximum reasonable basis of rail rates on this com- 
modity. We are now convinced that these characteristics and the general 
average level of the rates from the manufacturing points justify a 
higher level of reasonable maximum rates than we prescribed in the 
prior report. 


The Commission said that the proposals filed on its invita- 
tion on behalf of the principal automobile manufacturers, the 
railroad petitioners and other railroads, the North Dakota 
interests, and the Public Utilities Commission of Idaho, with 
some exceptions, “consist in the main of little more than 
reaffirmations of the respective positions of the parties orig- 
inally taken in the proceeding.” 


The movement of automobiles was from manufacturing 
points in central territory and from various assembling points 
throughout the country, said the Commission, adding that in 
the last 15 years a major portion of this traffic, formerly 
transported by the railroads, had been diverted to other trans- 
portation agencies, principally to motor carriers. 

‘While competition for the traffic has been extremely keen 
from both kinds of origins, the most intensive competition has 
resulted from endeavors to obtain the traffic from the as- 
sembling points,” said the Commission. ‘Notwithstanding many 
and substantial reductions in the rail rates, particularly in those 
from the assembling points in the preceding decade, by 1940 
the railroads were handling only about 35 per cent of the 
traffic as a whole, the highway carriers were transporting ap- 
proximately 59 per cent, and the remaining six per cent was 
moving by water, principally on the Great Lakes.” 


Rails Retain Long-Haul Traffic 


The Commission said that although the rail carriers also 
made substantial reductions in rates from the manufacturing 
points in the 10 years preceding 1940, the rates from these 
points had remained on higher levels than those from the 
assembling points, and the railroads, at least for the longer 
hauls from the manufacturing points, had retained a larger 
share of the traffic. The Commission continued: 


It should be noted that the bulk of the rail traffic from both manu- 
facturing and assembling points moves for distances greater than 600 
miles. In 1938, for these longer hauls, about 68 per cent of this traffic 
from Detroit, Mich., and nearly 70 per cent throughout the country, 
moved by rail. The rail movement is in special large-type box cars 
equipped with so-called Evans loaders, patented devices which facili- 
tate and expedite loading and unloading of the automobiles and protect 
them in transit. About 31,000 box cars equipped with these devices are 
in service throughout the country. They cost about $400 a car, add about 
3,700 pounds to the tare weight thereof, and replace dunnage formerly 
provided by the shipper, on which transportation charges were paid. 
The return empty movement of cars equipped in this manner is prac: 
tically 100 per cent. ; 


In comparison with the rail rates from the assembling 
points, reduced in some instances to less than 30 per cent 
of the rail first-class rates, continued the Commission, the rail 
rates from the manufacturing points, had been maintained on 
much higher levels. 


The Commission said that although the rail rates from 
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Detroit to Ohio averaged 66.7 per cent of first class, they aver- 
aged from the same point to southern states from slightly less 
than 80 to 94 per cent of first class. To the southwestern states 
the rail rates from Detroit averaged from 76 to 88 per cent of 
first class, and to states in western trunk-line territory from 
74.3 to 88.7 per cent of first class, said the Commission. It noted 
that these averages appeared in appendix 6 of its prior report, 
which showed the average relation to first class of the rail 
rates from Detroit and various assembling points to destina- 
tions having populations of 2,500 or more in some 43 states 
and the District of Columbia. It said the appendix indicated 
that the rail rates from Detroit to such destinations averaged 
less than 85 per cent of first class to 19 states, including 11 
states in western trunk-line territory, ranging from the afore- 
mentioned figure for Ohio to 84.7 per cent of first class to Ten- 
nessee. To the remaining 24 states and the District of Columbia, 
excluding movements to that portion of New York, Pennsyl- 
vania, and West Virginia included in so-called Buffalo-Pitts- 
burgh territory, said the Commission, the average relation of 
the rates to first class ranged from 85.4 per cent to Kentucky, 
to 100 per cent to Maine. It said these rail rates throughout the 
country generally for a long period had been subject to a basic 
minimum of 10,000 pounds for cars not exceeding 40 feet, seven 
inches in length, with higher graduated minima for longer cars. 


To many points in the west where the highway competi- 
tion was important, said the Commission, the railroads had 
reduced the rates approximately to the level prescribed in the 
prior report, but to numerous other points in that territory, 
rates on higher bases, but generally less than first class, had 
been maintained. Many of the western states, to which the rail 
rates averaged higher than 75 per cent of first class, had the 
benefit of lake-rail rates generally lower than that basis, said 
the Commission. It said the situation with respect to the trunk- 
line states was shown in the following table: 


From Detroit, Mich.— 
Average per cent that commodity 
rates are of first class 


All-rail Lake-rail 

To points in Per cent Per cent 
Colorado 74.6 ms 
RE ili Loud ter 31 gros ng Didoes (ote Gaceiidee ads goss soap ial 77 75.6 
ND Sts Son aa ces See AOE vag a bierki Eee REDS 74.3 a 
I os Sos i Kok Grea, d ak ST enadeea™ 80.5 63.4 
Missouri 77.8 ~- 
SSSR Core Sear ee + Cre nee ERC 15.7 = 
I NI 5 acanasiarcwsersbiia vm oreo piniae a RG mleianeiie 88.7 64.1 
IT sw So vee, ase ni Biba er e.orasbin amet 84.3 66.7 
SIRI Ai OBR lca erate” Pia er mae toe are 75.8 — 
NS 6. ola Foo. S ace tpici a dcainlg Gow ik was bmiai aia IeUM 80.9 69.9 
I ois he tick ys iE a ba ira broke 79.8 — 


Prior Findings Vigorously Opposed 


Its finding in the prior report, fixing 75 per cent of the cor- 
responding first-class rates as reasonable maxima for the future, 
said the Commission, was vigorously opposed by the three 
groups of petitioning railroad carriers as being “impracticable, 
unsupported by the evidence of record and destined to cause 
drastic and unnecessary reductions in the carriers’ revenues.” 
It continued: 


The petitioners estimate that the reductions in revenues, based on 
the volume of rail movements shown of record, would amount annually 
to more than $1,300,000 in the west and over $500,000 in the south. For 
the western carriers these figures were obtained as follows: The re- 
duced rates, based on 75 per cent of existing first-class rates, were ap- 
plied to the total movement in 1938 to 52 selected western cities shown 
of record, resulting in a loss of $355,544, compared with revenues under 
the present rates on the same volume of traffic, or 4.3 per cent of the 
total revenues received from the automobile traffic to these cities. By 
applying the same ratio of reduction to the total rail revenues received 
from this traffic in the western district, of $17,620,882: in 1938, $23,- 
263,996 in 1939, and $30,024,627 in 1940, it is estimated that the 75-per 
cent basis would have produced for those respective years, $764,746, 
$1,009,657, and $1,337,789, less revenues than those actually received. 
The application of the 75-per cent basis to the rail movement in 1938 to 
25 selected cities, in the southern region, also shown of record, would 
have caused a loss of revenue on this traffic estimated by petitioners to 
be equivalent to 8.8 per cent. This percentage applied to the total rail 
revenues accruing on this traffic in the southern region in 1938, 1939, 
and 1940, would diminish the revenues actually received in those years 
by $311,318, $432,983, and $543,997, respectively. 


Petitioners are apprehensive that the effects of the reductions re- 
sulting from the finding in our prior report will be intensified because 
of an anticipated decline in the volume of other rail traffic after the 
war, unaccompanied by appreciable reductions in operating costs and 
taxes. They contend that not only is the record devoid of a basis for 
finding the present rates in excess of reasonable maxima, but also that 
in no event should an order be entered in this proceeding requiring a 
reduction in rates in the absence of information respecting the economic 
and transportation conditions that will prevail, and as to what the 
types and weights of automobiles will be, when automobile manufacture 
is resumed. 
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Milwaukee Reorganizaiton 


By a supplemental report in Finance No. 10982 cy 
Milwaukee, St. Paul & Pacific Railroad Co. Reorganization 
Commission, division 4, with Commissioner Porter not y, 
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pating, has authorized acquisition of the properties jn Coroemmgips at the 
zation by the reorganized company and the excution of a mai csent time, 
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& Southeastern Railway Co. 
It also granted authority for the issuance of geqpy 
including scrip certificates, and for assumptions of obligate 

























e} 
and liabilities by the reorganized company, and for issue ie 
voting-trust certificates and scrip certificates by Voting tnggve liens w! 
tees. Certain conditions were prescribed. “Brust indentu 

The reorganized company was authorized to iggy jm % 2% 
$59,515,100 first mortgage bonds, series A, to mature Jams ey 7 
1, 1994; (b) $57,256,600 general mortgage ‘income bonis wenn 


A, to mature January 1, 2019, and $51,442,000 general morn, 
convertible income bonds, series B, to mature January 1, yj 
(c) bond scrip representing fractional parts of the new by 
to complete exchange of securities; and (d) 1,121,740 share, 
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preferred stock, par value $100, and 2,123,229 shares of come _ 1% Ce 
stock, without par value, and not exceeding 514,221 share qu" a ne 
common stock for the conversion of general mortgage conve 2°Y 
ble income bonds, series B. january 1, 
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trust certificates representing approximately 1,121,740 gy 
of preferred stock and approximately 2,123,214 shares of am 
mon stock, and scrip certificates representing fractional shy 
of such stock; (b) voting trust certificates, and scrip certifies 
to the extent required, representing not exceeding 514,221 shaw 
of common stock to the extent such stock may be issued durin 
the term of the voting trust for the conversion of general mort 
gage convertible income bonds, series B. 


















Authority was granted the Terre Haute and certain of it { onan 
subsidiaries, respectively, to issue $23,710,000 modified bod ha that r 





secured by modified mortgages on the Terre Haute properties 
The court having directed the trustees to pay a claim of 
Reconstruction Finance Corporation in full in cash, the Commis 
sion said the capitalization of the reorganized company on on 
summation of the plan with adjustments for changes in equip 
ment obligations since January 1, 1944, and treating the hailwe 
sumed modified securities of the Terre Haute as though tte 
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were direct obligations of the new company, would total S38 By a | 
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Central of Georgia Reorganization ing star 
e al 

The Commission, by a supplemental report and order itfutter, m 
Finance No. 12950, Central of Georgia Railway Reorganizatio—iiveen Spr 
has, on petition of the parties, made certain changes in the play; g G 
of reorganization, and refused to make others. ., mediate p 
On petition of the first mortgage trustee, the Commissileq and 


modified the plan so that there would be one sinking fund i! 





















ind Ihence ove 
stead of two. The report said the approved plan provided ighway 1 
sinking fund for series A income bonds and one for series Bint of 1 
bonds, the installments of sinking fund for series A bond Ty), ; 


have priority in the application of available net income W@bwice he 
those for series B bonds. The trustee, it said, contended they, expr 
should be but one sinking fund, with annual payments (M@bving oy 
to the installments now provided for the two sinking funds, a% saditio 
that this combined fund should all be applied to the retiremé diately 
or redemption of series A bonds until all of those bonds We 7, }, 
retired or redeemed, and only thereafter to the retirement 0 which ¢ 
redemption of series B bonds. The change, it said, was MMR on 
“in view of the earnings record of the first-mortgage PIO evasions 
and the sacrifices of position and losses of senior rights on” 


. « aethutiogge VS. Ur 
part of the outstanding first mortgage bonds in the distribuvoms . no d 
of new securities.” the ve 


The Commission also acceded to the request of the? 
mortgage trustee that provisions for the adjustments 1" 
distribution of new securities in event cash payments In Gh 
of, or less than those, contemplated were made, be redr 
an expanded and clarified form, with certain changes conce 
ing securities of one of the affiliated roads. sil 
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On its own motion, the Commission modified the 
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to make provision for the nomination of one of the voting ©, its auth 
tees by the Reconstruction Finance Corporation. Nee ding ( 
the R. F. C. would receive a large proportion of all voting § the: 
of the reorganized company, and that the R. F. C. -* vt tae 161 1 
fiduciary relationship to the government and PeOP liete lon ar 
country, the Commission said the R. F. C. did not as rates 









was proper that it should deposit its stock under 4 voting 4 


: thal wa 
to continue for five years unless, as long as it held oo sting P- 665 
20 per cent of the voting trust certificates, at least By te 


trustee should have been nominated by it. 


Wageimissi 
Referring to a payment of $1,800,000 made by the hie 


f, 


, ovember 24, 1945 


ping Administration to the Ocean Steamship Co. of Savan- 
rn for five ships requisitioned by the government, the Com- 
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In the original report the Commission found rates on the 
traffic throughout the United States except in Southern Terri- 




























































82, Chica iccion said: tory and between that territory and official Territory unrea- 
ene How much of the $1,800,000 mentioned represents the value of the pontine Neng a — exceeded - eo a haar pa 
: pari t the time of requisition or the value of similar ships as of the ponding cCarload rates on ‘commercial stee or a 
IN Teorpniine i. time, and how much reflects a payment of interest, a payment armor plate and shapes, in carloads, less than three inches 
Nn of ay vibe use of the ships from the date of requisition, or a profit in the thick, and (b) 115 per cent thereof for armor plate and shapes, 
Terre action of undetermined nature, is not disclosed. And it is not in carloads, three inches and more in thickness. 
var on What theory it can be argued that holders of the collateral The Official Territory carriers asked the modification, on 
o£ secured st bonds should be entitled to — payments of the latter character the ground that rates on commercial iron and steel from and 
f obligatiglm ied to their on sg Pag cesng A a — sconce hich uiners t0 certain points had from time to time been reduced by de- 
for igus qierest on their bonds paid Zrom the earnings of property on which others fandants because of special conditions obtaining as to that 
Voting ye liens which continue in default. True, the trustee of the collateral elt ; & 
. indenture is restrained by a continuing injunction from the sale traffic. The Commission concluded that it was not proper to 
id the steamship company stock; but the enrichment of the holders assume that the special conditions that prompted establishment 
‘O ISSUe (aM ne collateral trust bonds, at the expense of those interested in the of the reduced rates on commercial iron and steel also existed 
bee siiroad property, that would ensue on the theory contended for is as to the armor plate traffic. 
NAS, serie parent. . : ; Observing that the new rates were to be published effective 
r ortgage trustees have presented nothing new that might just- ’ : soot : 
a 1% Sasedion in the allotment. No change in the allotments approved ——— os ae = days pens a red 
"i. division 4 appears necessary. ‘ period of notice would enable petitioners to publis e 
4. bode dv new rates without postponement of the effective date. 
40 share g The Commission also refused to make changes in the allot- ————— 
S Of comny Less-Truckload Bakery Goods 


nens of new securities to the South Western Railroad, and to 
make any change in the effective date of the approved plan, 
ynuary 1, 1945, or to change or omit the paragraph in the plan 
paling with the consummation date. Except as to the sinking 


I. and S. M-245, Bakery Goods, Intermountain-Pacific Coast 


age conve rn oe rs 
’ Points. By Division 2. Proposed increased motor common car- 


: (a) voln ind change, the Commission said no change would be made in rier less-than-truckload and volume commodity rates on bakery 
1,740 share : cea 4s goods between certain points in California, Idaho, Montana, 
: se matter of compensation for sacrifices of position and losses : : : 

ares of om ior rights on the part of first mortgage bondholders, ad- Nevada, Oregon, and Utah, found just and reasonable in some 
tional se ot ne P F & ai instances and unjust and unreasonable in other instances. Un- 


ring to the view of the division in its prior report. 


Observing that nothing in the plan precluded the increase lawful schedules ordered cancelled by January 15, 1946, and 


ip ce tificate 


14,221 share her ucti 95 : ; Maximum reasonable rates prescribed for the future. By sched- 
issued durin UM cr tae eonerty ond the Gms ae greene ttn ules filed to become effective September 2, 1944, carriers parties 
seneral motion of the plan should so permit or require, to be determined ® tariffs of Intermountain-Coast Motor Freight Tariff Bureau, 


proposed to cancel commodity rates on bakery goods in less than 
truckloads and mininum 5,000 pounds, resulting generally in 
the application of higher class rates. On protests of the price 


y the court, and that nothing in the plan was to be construed 
) preclude payment or purchase in whole or in part greater 
lan that now contemplated of any outstanding claims or secur- 


certain of it 
ified bond 





Le properties affected by the plan, the Commission said that “in any administrator and others the schedules were suspended until 
| Claim of thiuch event there is to be no change in the totals of new secur- April 2. Respondents originally postponed the effective date 
the Commisfiiies to be distributed pursuant to the plan.” indefinitely, but subsequently some of the suspended schedules 
pany on on = ad Iai oe were made effective July 20 and September 15, and others re- 
~ _ i mained under indefinite postponement. Generally, the report 
ating Tal 5 : said, respondents maintained rates'on a parity with railroad 
though the alway Express Agency Application rates, 4 they had removed the 6 per cent increase at the time 


d total $533, that increase in rail rates was suspended. They believed, it said, 


that present rates on bakery goods were too low and that they 
could not continue them on the same level as the rail rates. 
The Commission found just and reasonable, subject to the gen- 
eral increases that became effective July 7, rates proposed on 
bakery goods between Los Angeles, Calif., and Cedar City, Utah, 
and from Ogden and Salt Lake City to Las Vegas, Nev., and 
those no higher than the respondents’ fourth-class rates. All 
other proposed rates, it found unjust and unreasonable to the ex- 
tent they exceeded the fourth-class rates, subject to the increase, 


By a second report on reconsideration in MC 66562, Sub. 
6, Railway Express Agency, Inc., Extension-Waggoner, IIl., 
bracing MC 66562, Sub. 359, Same, Extension-Palmyra, III., 
e Commission has found the proposed operations of the agency, 
sing star route operators, to be those of a common carrier. 

The authority granted covers the transportation of express 
latter, moving in express service, in MC 66562, Sub. 256, be- 
een Springfield and Waggoner, Ill., over U. S. highway 66, 
ving Glenarm, Divernon, and Farmersville, Ill., as inter- 
edilate points; and in MC 66562, Sub. 359, between Spring- 


tion 


and order i 
eorganizatio 
2s in the plan 


» Commissilield and Palmyra, Ill., over Ill. highway 4 to Auburn, Ill., between the same points, subject to condition that respondents 
king fund hence over Ill. highway 104 to Waverly, Ill., thence over Ill. serving Salt Lake City, Portland, and Spokane, on the one hand, 
Pig ghway 111 to Palmyra, and return, serving the intermediate and points in Idaho, on the other, or participating in joint rates 


lint of Modesto, Ill. 


between those points, avoid the creation of unlawful preference 
The authority was made subject to conditions that the 


; A bonds 4 


sncome ilies and prejudice in the light of the discussion in the report. 
tendil ” 4 oe limited to that auxiliary to, or supplemental of, rail- ——_—— ——_—— 
ay). ©XPress service, and that shipments be limited to those 
a we 'Dg on through bills of lading or express receipts, covering BROOKBANK WATER CARRIER APPLICATION 
~: retiree addition to motor carrier movement by applicant an im- By a report and order in W-227, Ray Brookbank Contract 
> bonds we liately prior or immediately subsequent movement by rail. Carrier Application, the Commission, division 4, has dismissed 


the application on finding applicant’s water carrier operations 
on and since January 1, 1940, not subject to part III of the 
interstate commerce act. 

The report showed that the applicant’s operations on the 
Ohio River and its tributaries, from Pomeroy, O., to Evans- 
ville, Ind., had consisted of the transportation and sale of his 
own coal, in the towing of coal, said, and petroleum products in 
bulk, and empty barges incidental to such transportation, and 


tnamaeat @ ne report said the agency had, following the initial report, 
a a mad Which the proposed operations were found not to be those of 
age prope pamenon carrier, resubmitted its plan of operation on two 
rights on thn, until the plan met the principles announced in Thom- 
e distributiome. 'S: United States, 321 U. S. 19. The Commission said there 
no doubt of the agency’s complete control and direction 


+ of the ir - vehicles and its responsibility to the shipper and the 





ments in th € generally under the plan as finally submitted. 

mnts in ext ees the performance of towage for carriers subject to part III of 
, the act. 

redrateel Armor Plate Rates - 


The Commission on reconsideration in No. 29067, James V. BEARDSLEE BARGE PERMIT 


he plan 80! “pers quretary of the Navy, vs. Abiline & Southern et al., Effective February 5, 1946, the Commission, Division 4, 
e voting tug. authe proceedings, has granted Official Territory defend- has issued a report, amended permit and order in W-63, Sub. 

Noting ding i, to maintain rates within that territory not ex- No. 1, Beardslee Launch & Barge Service—extension applica- 
1 voting stom, a) on armor plate and shapes less than three inches tion, embracing also W-63, Beardslee Launch & Barge Service 


C. stood in 7 eres prescribed in Iron and Steel Articles, 155 I. C.C. —exemption, section 303 (e), reopened for reconsideration. 


eople of Mi on ay, . C. 386, increased as authorized on March 8, 1939, The amended permit granted Beardslee, of Mobile, Ala., 
not believe B. Siena Plate and shapes three inches and more in thick- authority to transport, by non-self-propelled vessels with the 
a voting Te - made 115 per cent of basis stated in (a). The prior use of separate towing vessels, (1) lumber from points and 
not less BW D. 665) modified accordingly (see Traffic World, September ports along the Alabama, Mobile, Tombigbee, and Warrior 





one vou" Rivers to Mobile, and New Orleans, La., by way of those rivers 


and the Gulf Intracoastal waterway; (2) lumber from Mobile 
to ports and points on the intracoastal waterway and tributary 
waters other than the Mississippi River above New Orleans 


- arjgtgnth supplemental fourth section order No. 11946, the 
by the "Eig ~~" Sranted the carriers the necessary fourth section 
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west of Mobile to and including Orange, Tex.; and (3) wooden 
poles and piling from Mobile to portseand points on the Intra- 
coastal Waterway and tributary waters other than the Missis- 
sippi River above New Orleans, west of Mobile to Orange, but 
not including Orange and New Orleans, by way of such water- 
way. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 11207, ub. 47,Deaton Truck Lines, Inc., Birmingham, 
Ala. Certificate granted. Specified commodities from, to and 
between points in Ala., Ga., Fla., S. C., N. C., Ky., Tenn., 
Miss., and La., over irregular routes. 

MC 101, Sub. No. 4, Dale Resler, El] Paso, Tex., embracing 
also MC 102506, Sub. No. 4, Edward Percy Sanderson, El Paso. 
In MC 101, Sub. No. 4, certificate granted. Passengers in special 
operations, over irregular routes, in round-trip, sight-seeting or 
pleasure tours beginning and ending in El Paso, and extending 
to points in Texas within five miles of El Paso, and to the inter- 
national boundary at El Paso, with no pick-up or discharge of 
passengers en route. In MC 102506, Sub. No. 4, certificate de- 
nied. Passengers, in round-trip, sight-seeing or pleasure tours, 
beginning and ending at El Paso and extending to points in 
Texas within five miles of El Paso, and to Juarez, Mex., over 
irregular routes. Commissioner Lee concurred in the result. 





MIDWEST COAL RATES 


The Commission, by two orders, has denied a petition for 
reopening, rehearing, reargument, and reconsideration, filed 
by the Coal Trade Association of Indiana in I. and S. No. 5139, 
Coal to Beloit, Wis., and Northern Illinois, and No. 28881, 
Bituminous Coal Rates Within Illinois, and petitions for re- 
opening, rehearing and reconsideration filed in those proceedings 
by the Milwaukee trustees, Rockford Chamber of Commerce, 
Freeport Chamber of Commerce, and Belvidere Chamber of 
Commerce. 

The Commission also postponed from December 20 to 
January 21, 1946, the effective date of its order in I. and S. 
No. 5139. 

In those proceedings, the Commission required the rail- 
roads to make changes in the coal rate adjustment from Illinois, 
Indiana and western Kentucky miles to destinations in northern 
Illinois and to Beloit, Wis., and in Illinois intrastate rates (see 
Traffic World, July 21, p. 151). 


LIQUEFIED PETROLEUM GAS RATES 


Further postponement to January 11, 1946, of the effective 
date of the Commission’s orders in I. and S. No. 5271, Liquefied 
Petroleum Gas in South and Southwest, has been ordered by the 
Commission, by Commissioner Mahaffie, in an order in that 
proceeding. The last previous effective date was to have been 
December 11, but the respondents petitioned for further post- 
ponement, the order said. The Commission affirmed the findings 
in the prior report, 259 I.C.C. 55, with exceptions, the effect 
being to permit emergency rates, established to meet pipeline, 
water, truck, and market competition, lower than the rates 
based on No. 1700, Part 4-A, Refined Petroleum in the South- 
west, 171 I.C.C. 381, to apply to Florida destinations (see Traffic 
World, August 18, p. 419). 


FRISCO REORGANIZATION 


By report and order in Finance No. 10008, St. Louis-San 
Francisco Reorganization, the Commission, division 4, fixed 
$10,000 as the maximum limit of allowance for expenses to 
be incurred in connection with the proceedings and plan by 
E. N. Brown, chairman of the board of directors of the St. Louis- 
San Francisco Railway Co., and the division also found the 
maximum limit of allowance in the amount of $11,338.38 in the 
report of May 8, 1945, in the proceeding for The Kansas City, 
Fort Scott & Memphis Railway Co. bondholders’ committee 
should be increased to $12,77.6, so as to allow interest on 
advances at the rate of 3 per cent per annum from February 1, 
1941, through August 31, 1944. 


TIDEWATER-SHAVER UNIFIED RIGHTS 


By an amended certificate and order in W-507, Tidewater 
Transportation Co. Common Carrier Application and W-809, 
Shaver Forwarding Co.—Common and Contract Carrier, and 
Exemption Applications, the Commission, division 4, effective 
December 26, has granted Tidewater-Shaver Barge Lines, 
authority to operate as a common carrier, by non-self-propelled 
vessels with the use of separate towing vessels in the trans- 
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portation of commodities generally between ports ang yy; 
along the Columbia and Willamette rivers from Oswego! on 
to Pasco and Kennewick, Wash., inclusive; and by t a 
vessels in the performance of general towage between 
and points along those rivers from Portland, Ore., to Pan 
and Kennewick, inclusive. ‘ aie 

The order, unifying the rights formerly granteg Tj 
and Shaver, supersedes and cancels certificates and 
granted those companies, respectively, 
vember 13, 1942. 


Cewater 
0 
July 23, 1943, and Nh 





CHARGES FOR CAR HEATER SERVICE 


Saying that the respondents in No. 20769, Charges for Pr, 
tective Service to Perishable Freight—Protective Service agains 
Cold, had not established the services it ordered them | 
establish within six months of April 2, the Commission iis 
reopened the proceeding for further investigation, : 

In its report in that proceeding the Commission determing 
the cost of furnishing protective service against cold Under 
tariff rules, prescribed maximum reasonable charges for service 
under rules 509, 510, 513, 515, 516, 519, 526, 527 and 530 of the 
Perishable Protective Tariff, Agent Quinn’s I. C. C. No, 9 and 
found unjust and unreasonable failure of the carrier jp the 
east to provide “carriers’ protective service” (see Traffic Worj 
April 21, p. 1026). In an embraced case, No. 28375, N. S, Swe 
vs. Alton et al., it found reasonable a demand of Idaho, Wai. 
ington and Oregon apple and pear shippers for carriers’ proter. 
tive service based on temperature within the car. 

The case has been reopened for further investigation jn 
the aforementioned matters. 


COMMISSION REPARATION ORDER 


Effective December 28, the Commission has ordered the 
payment of $153,670.31 reparation by three railroads to the 
Idaho Refining Co. in No. 28909, Idaho Refining Co. et al, ys, 
Northern Pacific Railway Co., et al., and No. 28985, Idaho Re. 
fining Co., et al. vs. Chicago, Burlington & Quincy Railroad 
Co., et al. 

The order directed the Northern Pacific and Union Pacific 
railroads jointly to pay the refining company $12,241.51 and the 
Burlington, Northern Pacific, and Union Pacific railroads jointly 
to pay the company $141,428.80, both payments at the rate of 
six per cent a year, on account of unreasonable rates charge 
for transportation of numerous tank-car loads of crude petn- 
leum from Bridger, Mont., and Frannie, Zube, and Cody, Wy. 
to Pocatello, Ida. 


COMMISSION ORDERS 
No. 28888, Middle States Fuels, Inc., vs. A., T. & S. F. et al. Pet 
tion of complainant for reconsideration and reargument, denied. 
No. 29067, James V. Forrestal, Secretary of Navy, Acting for Nay 
Department, an Executive Department of Government of United States 
of America, vs. Abilene & Southern et al; No. 29116, Henry L. Stim 
son, as Secretary of War, vs. Same; No, 29155, Puget Sound Bridge 
and Dredging Co. of Seattle and Lake Union Dry Dock and Machine 
Works, dba Associated Shipbuilders vs. C. & N. W. et al.; No. 22H, 
Food Machinery Corp. vs. Alton and Southern et al. and No. 222th, 
Diamond T. Motor Car Co. vs. Belt Ry. of Chicago et al. Order 0 
August 28, further modified to become effective December 4, on oe 
less than five days’ notice instead of 15 days’ notice and time i 
filing petitions for reconsideration extended to December 10. 
No. 29198, Wisconsin Steel Co. et al. vs. C., W. P. & S. #4 
Complaint dismissed. 
No. 29298, Todd Co. vs. N. Y. C. et al. Complaint dismissed. 
No. 29321, Summerbell Roof Structures vs. A., T. & S. F. ## 
Complaint dismissed. : 
No. 29329, Adams Brothers Produce Co. et al. vs. A. G. BE. e&# 
Complaint dismissed. Z 
MC-C 378, Commercial Motor Freight, Inc., of Indiana VS. ” 
Transit, Inc. Time within which defendant is required to vee 
with terms of order which became effective August 6, further exten 
to December 3. of 
MC-C 467, Jens Christensen and Jack Christensen, revocstio & 
certificate. Petition of interveners, Fay V. Watson, Ray E. Leag* 
Thomas W. Watson, and Watson Bros. Transportation Co., a 
rehearing or further hearing and for modification of order of May 
denied. ight {or 
FF 52, Pacific and Atlantic Shippers Association, Inc., frelg eto 
warder application. Petition of applicant for leave to file a en 
to reopen and for reconsideration and enlargement of its opé 
authority, denied. tions, a 
W-751, Commercial Barge Lines, Inc., extension applica aed ; 
common carrier application. Petition of protestant, Arrow missiot 
tation Co., for reopening and oral argument before entire Com 
denied. order of 
1. & S. 5319, Terminal allowance at Minnesota Trege.. on no 
August 3, further modified to become effective December ™ 
less than one day’s notice, instead of November 20. Suspension 
1. & S. M-2548, Commodities from and to Southwest. : 4 
order of June 29, vacated effective December 10, except in w Cc. # 
it suspends provisions of Section 4 of Supplement 4 to C ‘C8 
of Middlewest Motor Freight Bureau, Agent, and MF-I. ©. & 
J. D. Hughett, Agent. ction 
Finance 14820, Carolina, Clinchfield & Ohio Ry. et al., constru 
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4 Finance 14850, Chesapeake and Ohio Ry., construction. Effective 
pra of entire certificate of Division 4 of September 4, further ex- 
aed to December 15. 

No number, In matter of filing contracts by freight forwarders 

int loading and terminal services and facilities. Order of Septem- 
ig (par. 447.1 10 F. R. 12013), modified so as to become effective 
eee Oe, and Sub. 1, Swift and Co. vs. Alton et al., and No. 29126, 
and Subs. 1 to 4, Armour and Co. vs. Alton et al. Petition of com- 
jainants for rehearing, reargument, and reconsideration, denied. 
P No, 29166, Anderson Brass Works, Inc., et al. vs. G. T. W. et al. 
petition of defendants for reopening and reconsideration, denied. 

No, 29197, Cadwallader Gibson Co., Inc., et al. vs. A., T. & S. F. 
et al. Complaint dismissed. 

No, 29310, New England Paper & Pulp Traffic Association et al. 
ys, B. & O. et al. Complaint dismissed. 

|, & S. 5330, Classification ratings on fibreboard milk cans. Re- 
spondents under special permission having filed tariffs effective Novem- 
ber 7, cancelling suspended schedules, proceeding discontinued. 

MC 27117, Sub. 1, Bill Havin, extension, feed. Reopened for further 


oar rt Ss. M-2457, Cancellation of joint rates, Frederickson Motor 
Express. Proceedings discontinued. 


MC 86687, Subs. 20 to 28, Seaboard Air Line Ry. Co. (Leigh R. 
Powell, Jr., and Henry W. Anderson, Receivers), motor operation, 
Hamlet-Monroe, N. C. Proceedings in MC 86687, Subs. 21, 22, 23, 24, 
%, %, 27, and 28 reopened for further hearing solely to determine 
whether conditions attached to authorities granted therein should be 
modified and, if so, extent of such modification. 


MOTOR FINANCE CASES 


MC F-2537, Milton J. and Harry D. Zabarsky—Purchase—Edward 
C, Fleming. Purchase by Milton J. and Harry D. Zabarsky, partners 
doing business as St. Johnsbury Trucking Co., of St. Johnsbury, Vt., 
of certain operating rights of Edward C. Flemings, of Burlington, Vt., 
approved and authorized, subject to condition. 

MC F-2597, Bernard Casser—Control—Crescent Express Lines, Inc. 
Acquisition by Bernard Casser, of River Edge, N. J., of control of 
Crescent Express Lines, Inc., of New York, N. Y., through ownership 
of capital stock, approved and authorized. 

MC F-2970, Harry Harrison et al.—Control; Harrison Motor Freight 
—Purchase—John T. Cramer. Purchase by Harrison Motor Freight, of 
Hillside, N. J., of the operating rights of John T. Cramer, of West- 
field, N. J., and acquisition of control of said operating rights by 
Harry, Daniel, and Sol Harrison, of South Orange, N. J., Hillside, 
and Newton, Mass., respectively, through said purchase, approved and 
authorized, subject to condition. 

MC F-2578, The Greyhound Corporation—Control; Northland Grey- 
hound Lines, Inc.—Purchase—Wisconsin Power and Light Co. Pur- 
chase by Northland Greyhound Lines, Inc., of Minneapolis, Minn., of 
operating rights and certain property of Wisconsin Power and Light 
Co., of Madison, Wis., and acquisition of control of said operating 
rights and property by The Greyhound Corporation, of Chicago, II1., 
through said purchase, approved and authorized, subject to condition. 

MC F-3014, Miles Collier (Trustee)—Control; Tamiami Trail Tours, 
Inc.—Purchase—St. Johns River Line Co. Application for authority 
under section 210a(b) of Tamiami Trail Tours, Inc., of Tampa, Fla., 
for temporary operation of the motor carrier properties of St. Johns 
River Line Co., of Jacksonville, Fla., granted, with conditions. 

MC F-2463, W. F. Carey and B. B. Beveridge—Control; Commer- 
cial Carriers, Inc.—Lease—C. M. Boutell et al. Application for author- 
ity under section 210a(b) of Commercial Carriers, Inc., of Detroit, 
Mich., for temporary operation of a portion of the motor carrier rights 
of C. M. Boutell, Marvin E. Boutell, Anna Boutell, and Wilbur H. 
Boutell, dba Central States Transit Lines, of Flint, Mich., denied. 

MC F-2634, T. S. Carter—Control; Interstate Motor Lines, Inc., 
T. S. Carter et al.—Purchase—Leonard D. Seifers. Acquisition by 
T. S. Carter, of Salt Lake City, Utah, of control of Interstate Motor 
Lines, Inc., also of Salt Lake City, through purchase of capital stock, 
and purchase by T. S., R. S., and T. J. Carter, and Leonard D. Seifers, 
partners doing business as Ely Transfer Company, of Ely, Nev., of 
the operating rights and property of Leonard D. Seifers, doing business 
as Ely Transfer Co., also of Ely, approved and authorized, subject 
to condition, 

MC F-2733, Leonard Tornetta et al.—Purchase—Roy Rittenhouse. 
Application of Leonard, Mary, and Anthony Tornetta, partners, doing 
business as Tornetta’s Motor Trucks, of Conshohocken, Pa., for author- 


ty to purchase certain operating rights of Roy Rittenhouse, of 
Norristown, Pa., denied. 





UNCONTESTED FINANCE CASE 
W Report and order in F. D. No. 14990, Delaware, Lackawanna & 
— Railroad Co. et al. Merger, and F. D. No. 14991, Delaware, 
taenenna & Western Railroad Co. securities; 1, Authorizing merger 
pa € properties of the warren Railroad Co. into the D. L. & W. for 
— and continued management and operation; 2, Granting au- 
- rity to the D. L. & W. to issue certificates of deposit in respect 
See exceeding 32,278 shares of the capital stock of the Warren 
~rermag Co., and not exceeding $1,613,900 principal amount of its 
& on division mortgage bonds; and granting authority to the D. L. 
y ef to assume obligation and liability in respect of $1,394,000 prin- 
gage a a of the Warren Railroad Co.’s first refunding gold mort- 
ee onds; all in connection with the merger of the properties of 
— companies. Approved. 

ne ty and order in F. D. No. 15066, Erie Railroad Co. Purchase, 
of the on purchase by the Erie Railroad Co. of a line of railroad 
“gt eveland & Pittsburgh Railroad Co., The Pennsylvania Railroad 
to see, in Pertage County, O. Approved. 
Quine ~~ and order in F. D. No. 15102, Chicago, Burlington & 
$65 co ene Co. Bonds, granting authority to issue not exceeding 
of tone : of first and refunding mortgage 3% per cent bonds, series 
with a be sold at 100.0399 and accrued interest, and the proceeds 

er funds, used to redeem $69,493,000 of outstanding bonds, 
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consisting of $39,493,000 of first and refunding mortgage 3% per cent 
bonds, series of 1974, and $30,000,000 of 3% per cent collateral-trust 
bonds. Approved. 

Supplementai report and order in F. D. No. 11043, Pennsylvania 
Railroad Co. Trackage Rights, authorizing extension of agreement 
under which the Pennsylvania Railroad Co. operates under trackage 
rights over the line of the Wheeling & Lake Erie Railway Co. between 
a point near Warrenton and a point near Dun Glen, in Jefferson 
county, O. Approved. 


FINANCE APPLICATIONS 


Finance No. 15118, J. C. Strittmatter, dba Consolidated Steamship 
Companies, San Francisco, Calif., and Olympic Steamship Co., Seattle, 
Wash., ask authority to transfer to Olympic Steamship Co., Inc., the 
rights of the two companies. The application said the request was 
made as the result of joint operation as agent for the War Shipping 
Administration. That simplified operation, it said, had proved so suc- 
cessful in the war period it was desired to continue it when normal 
operations could be resumed. 

MC F-3035, Harry P. Brown, dba Brown Express, of San Antonio, 
Tex., asks authority to purchase the interest of O. E. Latimer in the 
partnership dba Brown Express. 

MC F-3036, Harry P. Brown, of San Antonio, Tex., asks authority 
to acquire control of Southern Transfer & Storage Co., of San Antonio, 
through ownership of capital stock. 

MC F-3037, Blue & White Lines, Inc., of Altoona, Pa., asks author- 
ity to purchase certain operating rights and equipment of Robert Lee 
Emery, Jr., dba Emery’s Motor Coach Lines, of .Martinsburg, W. Va., 
and temporarily to operate. 

MC F-3038, Ernest Robert Koepp, dba Koepp Trucking Service, of 
Rice Lake, Wis., asks authority to purchase certain operating rights 
of Consolidated Freightways, Inc., of Minneapolis, Minn., and tem- 
porarily to operate. 

MC F-3039, Cleveland-Pittsburgh Freight Line, Inc., of Cleveland, 
O., asks authority to purchase certain operating rights of Clarence 
J. Hartman and Louis L. Hartman, dba Hartman Moving & Transfer 
Co., also of Cleveland. 

MC F-3040, Consolidated Freightways, Inc., of Portland, Ore., asks 
authority to issue an unsecured promissory note to the First National 
Bank, of Portland, Ore., in the amount of $380,000, partially to finance 
the cost of rebuilding 58 large trucks, 66 large trailers, and building 
5 additional trucks and 4 additional trailers. 

Finance No. 15119, Louisiana Midland Railway Co. asks authority 
to issue 2,750 shares of capital stock, par value $100, and five promis- 
sory notes, each for $35,000, payable one, two, three, four and five 
years after date, the capital stock to be issued for the purpose of 
acquiring the property of the Louisiana & Arkansas Railway Co.’s 
Vidalia branch, from Packton, La., to Vidalia, La., 76.34 miles, and 
certain property and equipment. Purchase price to be $200,000, to be 
paid in full or in five equal annual installments after an initial 
payment of $25,000, the notes to be issued in the event the latter 
method of purchase is adopted. ; 

MC F-3041, John E. Vallerie, Albert E. Vallerie and Stanley E. 
Dabrowski, dba Vallerie’s Transportation Service, of Norwalk, Conn., 
asks authority to purchase certain operating rights of Merrill’s Trans- 
portation, Inc., of Waterbury, Conn. 

MC F-3042, Century-Matthews Motor Freight, Inc., of Duluth, 
Minn., asks authority to cOnsolidate Matthews Freight Service, Inc., 
also of Duluth, and temporarily to operate. Steve Bonello, dba Cen- 
tury Motor Freight, of St. Paul, joined in the application. 

MC F-3043, Me-Mac Transport Co., Inc., of St. Louis, Mo., asks 
authority to purchase certain operating rights of Ira Parker, dba Abbot 
Lines, also of St. Louis, and temporarily to operate. 

MC F-3044, Bekins Van & Storage Co., of Los Angeles, Calif., asks 
authority to issue 1,216 shares of common stock, par value $100, to 
enable executives of the company to acquire an interest in the business 
and to raise additional capital. An accompanying letter indicates 
that the stock was issued January 3, 1944, under authority of the 
Commissioner of Corporations of California but, through inadvertence, 
Commission authority was not obtained. 

MC F-3045, Arthur Delbert Swann and James Ansel White, dba 
Swann & White Transfer Co., Danville, Va., asks authority to purchase 
certain operating rights of John C. Fleming, Jr., dba Fleming’s Trans- 
fer, also of Danville. 

MC-F 3046, Rodgers Motor Lines, Inc., of Scranton, Pa., asks 
authority to purchase certain operating rights and property of Roy 
Ovens, dba Ovens Transfer Co., also of Scranton, and temporarily to 
operate. Ted V. Rodgers, president of Rodgers Motor Lines, Inc. (and 
president of American Trucking Associations, Inc.), asks authority to 
control the operations proposed to be acquired by Rodgers Motor 
Lines, Inc. 


PETITIONS FOR REHEARING, ETC. 

Finance 14146, Chicago, Burlington & Quincy Railroad, abandon- 
ment. Brotherhood of Maintenance of Way Employes, Brotherhood of 
Locomotive Firemen & Enginemen, Order of Railroad Telegraphers, 
Order of Railway Conductors of America and Railway Labor Execu- 
tives’ Association ask for reopening and reconsideration of order of 
December 14, 1943. 

FF-122, Carloader Corp., freight forwarder application. Applicant 
asks Commission to eliminate time limitation on authority granted by 
report of June 16, 1944, or, in alternative, extend expiration date 
beyond December 31. 

MC-C 342, Hudson Bus Transportation Co. and Jersey City & 
Lyndhurst Bus Co. vs. Inter-City Transportation Co., Inc., and MC-C 
342, Sub. 1, Public Service Interstate Transportation Co. vs. Inter-City 
Transportation Co., Inc. Defendant asks for reconsideration by Divi- 
sion 5 of its order of September 26. 


Ss. P. ABANDONS MORGAN LINE 
A. T. Mercier, president of Southern Pacific Company has 
announced that the company had determined that it would 
not exercise the authority granted by the Interstate Commerce 
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Commission to resume operations of steamships between New 
York and Galveston and Houston, TexaS, and between Balti- 
more, Maryland and Galveston and Houston, Texas. 

This announcement marks the complete discontinuance of 
Southern Pacific Company’s Morgan Line service between 
north Atlantic and Gulf ports which was established Febru- 
ary 1, 1883, and which was interrupted in June, 1941, when the 
government requisitioned the Morgan Line fleet. 





CAR UNLOADING ORDER 


The Commission, division 3, by service order No. 374, has 
ordered the Gulf, Colorado & Santa Fe Railway Co., to unload 
forthwith four cars containing beer on hand at Dallas, Tex., and 
to notify the director of the Commission’s Bureau of Service, 
Washington, D. C., on receipt of which notice, the order will 
expire. 


Railroad Abandonments 


N. C. & St. L. 


Abandonment by the Nashville, Chattanooga & St. Louis 
railway of 18.26 miles of its Columbia branch in Marshall and 
Maury counties, Tenn., has been permitted, with conditions, by 
the Commission, division 4, by a report and certificate in Fi- 
nance No. 14804, Nashville, Chattanooga & St. Louis Railway 
Abandonment. 

Effect of the abandonment on the N. C. & St. L’s system 
operations, said the division, was different from that in the 
usual abandonment cases in that the applicant could continue to 
participate in the routing or haul of about 74 per cent of the 
originated and destined carload traffic, 95 per cent of the over- 
head carload freight (disregarding certain coke traffic to Rock- 
dale, Tenn.), and about 93 per cent of the less-than-carload 
freight whereas, in the usual abandonment cases computations 
were made on the bases that carriers would lose all of the or- 
iginated and destined traffic, but have available alternate routes 
entirely over their own lines for the handling of the overhead 
traffic. The division continued: J 


Under the showing here made, the applicant’s estimate that it may 
expect to retain 50 per cent of the revenues which would accrue to it 
from all traffic which would be handled over the line if it is continued 
in operation, appears reasonable, and is an appropriate basis in this 
particular case upon which to predicate a conclusion as to the effect 
abandonment would have upon its system. On the basis of 1944 busi- 
ness, abandonment would substantially increase its system profits, not 
less than $20,000 annually, assuming that the overhead coke movement 
disappears and that future maintenance-of-Wway and structure expenses 
would be about $16,000 a year, instead of the $25,000 actually expended 
in that year. 


The division said no industry was located on the line, traf- 
fic to points thereon had been negligible and there was no indi- 
cation that any substantial volume of traffic would develop. It 
said shippers at Columbia,, Tenn., terminal point for most of 
the originated and terminated freight traffic on the line, would 
continue to receive main-line service by the Louisville & Nash- 
ville. 

Conditions similar to those in the so-called Burlington 
abandonment case for the protection of employes were pre- 
scribed by the division. 

Commissioner Porter did not participate in disposition of 
the proceeding. 

Union Pacific 


The Union Pacific Railroad Co., in Finance No. 15115, has 
asked the Commission for authority to abandon a branch line, 
known as the Ripple branch, extending from Ripple to Orcutt, in 
Larimer county, Colo., 2.35 miles. The applicant said the branch 
was constructed to serve an oil company, but that crude oil 
was now carried by pipe line to the refinery. It said improve- 
ment of highways and development of motor transportation has 
resulted in lessened utlization of the line for the movement of 
livestock and farm products from the territory tributary to 
the branch. 


L. & W. V. Railroad 


In Finance No. 15121, the Lackawanna & Wyoming Valley 
Railroad Co. has asked the Commission for authority to aban- 
don a portion of its Dunmore and Over-the-Hill branch, about 
4.35 miles, in Lackawanna county, Pa. The applicant said the 
services heretofore performed by the company were no longer 
necessary. 

Youghiogheny Northern 


In Finance No. 15040, Youghiogheny Northern Railway 
Co. et al. Abandonment, the Commission, division 4, has is- 
sued a report and certificate permitting abandonment as to in- 
terstate and foreign commerce, by the Youghiogheny Northern, 
and abandonment of operation by the Pittsburgh, McKeesport 
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& Youghiogheny Railroad Co. and the Pittsburgh & Lake Fy 

Railroad Co., lessees, of a line of railroad extending from B 

ford to Owensdale, 2.008 miles, in Fayette county, Pa, val 
C. of N. J. 

By a report and certificate in Finance No. 14996 Central 
Railroad Co. of New Jersey Trustees Abandonment, the Co 
mission, division 4, has authorized the trustees of the Centra 
of New Jersey to abandon a portion of its Seashore branch 
extending from a point near Highland Beach station to a point 
near East Long branch station, approximately 5.50 miles and 
that portion of the West End branch extending from a poini 
near East Long branch station to a point near West End sta 
tion, approximately 0.88 mile, all in Monmouth county, N J 
The report said no regular freight or passenger service was 
operated over the portion of the West End branch to be aban- 
doned, that no station was located thereon, and that the record 
showed no public need service thereby. 

As to the Seashore branch, serving summer resorts, the 
report said $611,000 would have to be spent to rebuild a bulk. 
head and that, in view of the other transportation on facilities 
available it was not believed that the expenditure would pp 
warranted. 

“In response to the protest of the Brotherhood of Railroad 
Trainmen and in conformity with our usual practice in gych 
proceedings our certificate herein will be issued subject to the 
same conditions with respect to the protection of employes as 
those set forth in Chicago, Burlington & Quincy R. Co. Abap. 
donment, 257 ICC 700, Finance docket No. 144226, decided 
November 1, 1944,” said the division. ‘The applicants have 
offered no objection to such conditions being prescribed.” 


L. & N. 


The Louisville & Nashville Railroad Co., in finance No, 
15124, has asked the Commission for authority to abandon that 
part of its Warrior branch extending from Zola, Ala., to a point 
near Warrior, Ala., about 1.65 miles, and its entire Thomas 
Creek branch, extending from Beltona, Ala., to Zola, about 56 
miles, together with sidings and other tracks of about 6,400 
feet, in Jefferson and Blount Counties, Ala. The applicant said 
the lines had not in recent years provided, and would not in 
the future provide, any necessary transportation service. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. No. 5370, from November 19 until June 19, 1946, 
schedules as published in Supplement No. 53 to Agent D. Q. 
Marsh’s tariff I. C. C. No. 3546. The suspended schedules pro- 
pose to reduce, over certain routes, the rates on carbon blacks, 
in carloads, from points in Kan., Okla., La., N. Mex., and Tex. 
to Topeka, Kan., without observing the provisions of section 4 
of the interstate commerce act. 





TEXAS INCREASES SUSPENSION 


By a fourth motion in No. 28846, Increases in Texas Rates, 
Fares and Charges, rail respondents in that proceeding have 
asked the Commission, in conformity with its recent order in 
Ex Parte No. 148, further to suspend increases in the intrastate 
freight rates on shipments between points in Texas, including 
those on milk or cream, until a date six months after the legal 
termination of the war. 

They asked that, besides intrastate first-class passengel 
fares in Texas, all present intrastate freight rates and charges 
in Texas made lower than those in effect March 17, 1942, at the 
instance of the federal government voluntarily established after 
that date, or at the instance of the government established be- 
fore that date, be exempted from the proposed suspension. 





SIZE OF PARCELS FOR OVERSEAS TROOPS 


Relaxation of the size and weight limitations on pares 
that might be mailed to American troops stationed outside the 
continental limits of the United tates, so as to permit mailing 
of packages up to 42 inches in length or 72 inches in — 
and girth combined, and 11 pounds in weight, instead of es 
heretofore existing limitations of 15 inches in length, 36 _ 
in length and girth combined, and five pounds in weight, - 
came effective November 15, according to a War Depart F 
announcement. The department said, however, that it mie 
still be necessary to have a specific request in writing from re 
soldier overseas in order to send any package weighing od 
than eight ounces, the first-class weight limit on overseas 
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Switching at Atlanta 


Examiner Arthur R. Mackley, in a proposed report in I. 
and S. No. 5098, Switching at Atlanta, Ga., involving the law- 
fulness of charges proposed by Southern Railway Co. For 
switching in its terminals at Atlanta of road haul cars of its 
connections between its points of interchange with those con- 
nections and industries served by the Southern, has recom- 
mended that the commission require cancellation of the sus- 
pended schedules and find reasonable one charge of $7 a car, 
to be applied alike on competitive and non-competitive ship- 
ments. He said the commission should further find that charge 
not in conflict with the policies of the Price Administrator and 
the Director of Economic Stabilization. 

By schedules filed to become effective January 15, 1942, 
and suspended as a result of protests filed by respondent’s rail 
connections at Atlanta, and shipping interests affected by the 
proposed charges, Southern proposed charges for application 
between points of interchange and five groupings of industries 
(formerly nine) ranging from $8 to $18.50 a car. At respond- 
ent’s request the proceeding was held in abeyance for a time 
because of war conditions, the proposed schedules were vol- 
untarily suspended by respondent until February 15, 1946. 

Present charges on competitive traffic for certain of the 
connections, said the examiner, were $2.48 a car in some in- 
stances, and 33 cents a net ton, minimum $4.95 a car, in others, 
depending on the location of the industrial groups. On com- 
petitive traffic switched for other lines, he said, the charge 
was 33 cents a net ton, minimum $4.95 a car, on all shipments, 
except that on coal the charge was $2.48 a car. On non-competi- 
tive shipments, he said, the present charge on shipments for all 
Atlanta connections, both individual and joint terminal lines, 
was $2.48 a car. 

Among other criticisms advanced by the protestants, said 
the examiner, was a contention that the proposed charges would 
compel them to discontinue the handling of competitive traffic 
In some instances, or to limit their absorptions on such traffic 
or surrender it to the respondent before it reached Atlanta. 
They also objected that the proposed schedules offered too 
great a variety of charges, claiming the maximum number 
should be two. 

The examiner said an outstanding characteristic of re- 
spondent’s terminal operation at Atlanta was that cars were 
not usually switched to and from industries on respondent’s 
line over direct routes. After reviewing those routes, he said 
the out-of-line movements involved were attributed by the 
respondent to a variety of reasons in practical handling, includ- 
ing complications arising from lack of space and type of engine 
in some of the yards, interference, and labor agreements. The 
protestants, he said, urged that the method was primarily for 
the benefit of respondent. 

The charges proposed were substantially higher than most 
charges made by the Southern and by other carriers at other 
Southern terminals, he said, and differed, also, in their variety, 
a circumstance productive of serious discriminations as be- 
tween connecting carriers and industrial groups.” 


Proposed Reports 
Tapioca 


_No. 29210, Albers Milling Vo. vs. Chicago, Burlington & 

uincy Railroad Co., et al. By Examiner Claude A. Rice. 
ommended that Commission dismiss complaint and find not 

rm wn unreasonable or unduly prejudicial assailed rates on 
pe imported from the Netherlands, in carloads, shipped 
age between February 18, and July 3, 1942, from Weehaw- 
Cali J., New York, N. Y., and New Orleans, La., to Oakland, 
said ons delivered on and after March 4, 1942. The examiner 
cific € import rate of $1.16 a 100 pounds on tapioca from Pa- 
agg ports to groups A and E was established by rail 
ror aga Several years ago with the object of attracting, to 
gn routes, shipments of tapioca from the Netherlands 

Atlanti at otherwise would be moved by steamship direct to 
“ a and Gulf ports.’ He said the defendants conceded that 

eompetiti rate probably should be applied westbound if similar 
a ive conditions obtained in respect of transcontinental 
und shipments, but that since Brazil, the originating 


sho 


country referred to by the complainant, supplied less than one 
per cent of the total imports of tapioca, the defendants per- 
ceived no westbound water competition of importance, and no 
occasion for the establishment of westbound water competitive 
rates. In this connection, continued the examiner, it might be 
noted that the complainant did not claim it would utilize west- 
bound transcontinental rail service for import shipments of 
tapioca at periods when water routes to Pacific coast ports 
were open. It appeared, he said, that the westbound water 
competitive rate sought would be used by the complainant only 
at periods when, because of labor strikes or other interference 
with water movement or delivery, there was no water com- 
petition to those ports. The examiner said the evidence fell 
short of proving undue prejudice. He cited Adams Lbr. Co. vs. 
Akron, C. & Y. Ry. Co., 253 I. C. C. 179, 189, and Gwinn 
Milling Co. vs. Pennsylvania R. Co., 225 I. C. C. 690, 694. No 
pecuniary damage was shown, concluded the examiner 
Sirup, Flavoring or Fruit 

MC C-487, Flavoring Sirup to Evansville, Ind., and Louis- 
ville, Ky. By Examiner A. S. Parker. Recommended that Com- 
mission discontinue proceeding instituted by division 2, on own 
motion, and find not shown unreasonable or otherwise unlaw- 
ful, rates of motor common carriers on sirup, flavoring or fruit, 
in packages, subject to minimum weights of 20,000 pounds and 
36,000 pounds, from St. Louis, Mo., to Evansville, Ind., and 
Louisville, Ky., maintained by carriers parties to tariff MF- 
I. C. C. No. 122, of Central States Motor Freight Bureau, Inc., 
Agent. The considered rates, said the examiner, were, to 
Evansville, 27 cents a 100 pounds, minimum 20,000 pounds, and 
26 cents, minimum 36,000 pounds, while to Louisville they were 
32 cents, minimum 20,000 pounds, and 26 cents, minimum 36,000 
pounds. They were established, he said, at the request of 
Hargis Truck Line, Inc., Tell City, Ind., a bureau member, and 
as a result of that carrier’s independent action. Those subject 
to a minimum of 20,000 pounds were the same in amounts as 
the rates of rail carriers, minimum 36,000 pounds, and those 
subject to a minimum of 36,000 pounds the same as rail rates, 
minimum 50,000 pounds, said the examiner. He added that 
minimum weights in excess of the physical capacity of vehicles 
were unlawful in the absence of a showing that the respondents 
could handle the traffic at such weights at cost a 100 pounds, 
lower than the costs incurred at a reasonable truckload min- 
imum weight. He said a rate subject to a minimum of 50,000 
pounds would, therefore, be unlawful and its use precluded, 
and that it would be but a paper rate. The examiner added that 
the considered rates, minimum 20,000 pounds, at the distances 
over the routes of Hargis Truck Line, Inc., reflected truck-mile 
earnings of 26.1 cents and 22.7 cents a 100 pounds, and those, 
minimum 36,000 pounds, reflected earnings of 45.2 cents and 
33.3 cents, while at distances over the short-line routes, the 
earnings were from 1.4 cents to 10.2 cents higher. Such rates 
might not, on the record, be deemed to be non-compensatory, 
unreasonable, or otherwise unlawful, concluded the examiner. 


Animal or Poultry Coops, Crates 

I. and S. M-2551, Classification—Animal or Poultry Coops. 
By Examiner C. Evans Brooks. Recommended that Commission 
order suspended schedules canceled and discontinue proceed- 
ings and find not shown just and reasonable proposed increased 
motor classification ratings on animal or poultry coops or crates, 
other than shipping. The schedules, said the examiner, were 
filed to become effective June 30, and their operation was sus- 
pended to January 30, 1946. The examiner said an inquiry made 
by the respondents revealed that at that time a product of the 
Mann-Wiley Co., Chicago, Ill., was the only poultry coop, 
falling within the description under consideration in the instant 
proceeding (classification under the generic title, “Farm, Dairy, 
Garden, Live Stock, Orchard or Poultry Equipment,” as ‘‘Coops 
or crates, animal or poultry, other than shipping’), that was 
being manufactured commercially or with respect to which 
there was any movement. He said the respondents’ investiga- 
tion did not go far enough and that they should have requested 
information concerning the types of coops normally produced 
by manufacturers. There was no showing, said the examiner, 
that the respondents investigated transportation characteristics 
of animal coops or crates, other than shipping, which also fell 
within the considered description. Without such information 
or in the absence of convincing evidence that coops having ship- 
ping densities similar to those manufactured by Mann-Wiley 
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were the only articles falling within the considered description 
that might reasonably be expected to move, a determination of 
the reasonableness of the proposed ratings could not be made, 
continued the examiner. He concluded that the respondents 
failed to sustain the statutory burden of proving that the pro- 
posed increased ratings were just and reasonable. 


Flavoring Compounds 


No. 29246, Mutual Citrus Products Co., Inc., vs. A. T. & 
S. F. et al. By Examiners J. E. Snider and Leonard Way. 
Recommend finding inapplicable rates on dry flavoring com- 
pounds and imitation flavors in carloads and less-than-carloads, 
from Anaheim, Calif., to points in transcontinental groups A to 
E, inclusive. Also recommend finding applicable rates unreason- 
able; reasonable rates to be prescribed and outstanding under- 
charges waived. The applicable rates, said the examiners, had 
been and were the fifth-class rates in carloads, minimum 30,000 
pounds, and third-class rates in less-than-carloads, but the ap- 
plicable rates for the future would be unreasonable to the ex- 
tent they exceeded, on shipments in straight or mixed carloads 
and in less-than-carloads, the rates named in Item 4160 of 
Agent L. E. Kipp’s tariff I. C. C. No. 1506. The description in 
that item and the canned goods list in item 3800, were broad 
enough to include as the principal ingredient complainant’s dry 
flavoring compounds and imitation flavors, said the examiners, 
adding it appeared unreasonable to charge higher rates on the 
ingredients than on the compounds composed of such ingredients. 


Refined Sulphur 


No. 29287, Stauffer Chemical Co. vs. A. T. & S. F. et al. 
By Examiner Harold M. Brown. Recommends finding not un- 
reasonable rate of $1.50 a 100 pounds charged on shipments of 
refined sulphur, in carloads, from San Francisco, Oakland, and 
Berkeley, Calif., to Chauncey, N. Y., and dismissal. The exam- 
iner said complainant sought reparation based on a joint com- 
modity rate of $1.37, minimum 80,000 pounds, established March 
1, at the request of the complainant, which was apparently 
satisfactory, since complainant sought reparation only on past 
shipments moving in the statutory period. The examiner re- 
jected various rate comparisons involving other commodities 
advanced by complainant as insufficient to support the claim 
of unreasonableness. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’’ type, with name of town or 
city following.) 


New Jersey (Paterson)—MC 668, Sub. 34, Inter-City Trans- 
portation Co., Inc. Certificate proposed. Passengers and their 
baggage between points in East Rutherford, N. J., on routes 
over which applicant is now authorized to operate, on the one 
hand, and, on the other, all other points applicant is authorized 
to serve, over the same routes over which applicant is author- 
ized to serve such other points. 

Ohio (Greenville)—-MC 8666, Sub. 1, Greenville-Dayton 
Transportation Co., Inc. Certificate proposed. Passengers and 
their baggage, and express, mail, and newspapers in the same 
vehicle with passengers (1) between Van Wert, O., and Mercer, 
O., over U. S. Highway 127, and (2) between the junction of 
U. S. highway 127 Ohio highway 219 and Eaton, O., over U. S. 
highway 127, serving all intermediate points. 

Pennsylvania (Scranton)—-MC 12310, Roy Howarth Thomp- 
son, Broker. Certificate proposed. Passengers and their bag- 
gage, at Scranton and Philadelphia, Pa., Newark, N. J., and 
Binghamton, Rochester and Syracuse, N. Y., between points in 
the U. S. 

Pennsylvania (Chambersburg)—-MC 27903, Sub. 9, Charles 
W. Karper. Certificate proposed. Fresh fruits, from Chambers- 
burg., Pa., and points in Md., and Pa., within 20 miles of Cham- 
bersburg, on the one hand, and, on the other, points in Conn., 
Md., Mass., N. J., N. Y., O., R. L, and W. Va., over irregular 
routes, traversing Del. and D. C. for operating convenience, 
and empty containers and rejected shipments on return 

Virginia (New Market)—-MC 37281, Sub. 2, Ralph P. Sal- 
yards. Certificate proposed. Coal, from Pottsville, Pa., and 
points within 25 miles thereof, to Broadway, Edinburg, Timber- 
ville, and Front Royal, Va., and points within 3 miles of each 
such destination, over irregular routes. 

Kentucky (La Center)—-MC 39713, Sub. 3, Ollie Gray. 
Certificate proposed. General commodities, with exceptions, 
between St. Louis, Mo., on the one hand, and, on the other, points 
in Ballard County, Ky., over irregular routes. 

Kansas (Salina)—-MC 63159, Sub. 4, Robert A. Kent, De- 


TRAFFIC Wort 


nial of permit proposed. Petroleum products, in bulk, in tank 
trucks, (1) between points in Kansas, on the one hand, and 
on the other, Lincoln, Omaha, Plattsmouth, and South Sioy; 
City, Neb., Sioux City, Ia., and Stevens, S. D., and (2) between 
Carter Lake, Ia., on the one hand, and on the other Sioux City 
Ia., and Stevens, S. D., over irregular routes. : 

Virginia (Norfolk)—MC 94265, Bonney Motor Express, Ine 
common carrier, embracing MC 94265, Sub. 1, Bonney Motor 
Express, Inc. Certificate proposed. Fresh fruits and vegetables, 
fresh or frozen fish (including shell fish), peanuts, cut flowers 
and empty containers, from and to points in certain States, in. 
cluding the District of Columbia, over irregular routes. 

Missouri (Polo)—-MC 100288, Sub. 1, De Witt Smoot, com. 
mon carrier. Certificate proposed. Grain, from Polo, Mo., to 
Kansas City, Kans., and feed, from Kansas City to Polo and 
Knoxville, Mo., over a described regular route, serving all points 
in the Kansas City, Kans., commercial zone, as intermediate or 
off-route points in both directions. 

Montana (Billings)—-MC 104008, Sub. 4, H. F. Johnson, 
Certificate proposed, with certain conditions. (1) Casinghead 
gasoline, in bulk, from Midwest, Wyo., to Billings, Mont., (2) 
lubricating oil and cleansing naphtha, in bulk, from Casper, 
Wyo., to Billings, Mont., (3) petroleum and petroleum prod- 
ucts in bulk, from Worland, Wyo., to Billings, Mont., and (4) 
crude oil, in tank trucks, from Mule Creek, Wyo., and points 
in Wyo., within 3 miles of Mule Creek, to Newcastle, Wyo. 

Pennsylvania (Schuylkill Haven)—-MC 104773, Sub. 2, Har. 
vey B. Moyer, common carrier. Denial of certificate proposed, 
General commodities, with exceptions, over irregular routes, 
between Cressone, Pa., on the one hand, and, on the other, 
points in Del., Md., N. J., N. Y., O., and W. Va. 

New Mexico (Albuquerque)—-MC 105432, Sub. 4, R. G. 
Spitzer and L. D. Harris. (1) General commodities, and ex- 
plosives, serving Santa Rosa, N. Mex., as an_ intermediate 
point in connection with presently authorized operations be- 
tween Las Vegas and Roswell, N. Mex., and (2) general com- 
modities, with exceptions, between Amarillo, Tex., and Albu- 
querque, N. Mex., and return over the same route, serving the 
intermediate point of Roswell as an alternate route for oper- 
ating convenience only, with no service at off-route points or 
at any intermediate points other than Roswell. 

Montana (Billings)—-MC 105556, E. L. Parker, common 
carrier. Certificate proposed. Crude oil, road oil, crude petrol- 
eum and petroleum products, in bulk, in tank trucks, from and 
to certain points in Mont., N. D., S. D., and Wyo., over regular 
and irregular routes. 

Montana (Laurel)—-MC 105561, L. W. Hageman and Joe 
F. Jolley, common carrier. Certificate proposed. Petroleum and 
petroleum products in bulk, in tank trucks from and to certain 
points in Ida., Mont., Utah, and Wyo., over regular and irregu- 
lar routes. 


New York (Binghamton)—-MC 105609, Robert E. Foley 
Construction Corporation, common carrier. Denial of certificate 
proposed. Telephone and electric line poles, cross-arms, trans: 
formers, wire, and materials generally used in line construction 
and repairs, between points in Conn., Mass., N. J., N. Y., and 
Pa., over irregular routes. 


Washington (Pomeroy)—-MC 105842, Charles Snodderly, 
common carrier. Certificate proposed. Live stock, between 
points and places in Nez Perce, Lewis and Latah counties, Ida., 
on the one hand, and, on the other, points and places in Wash., 
east of the Cascade Range of Mountains over irregular routes. 

Ohio (Toledo)—-MC 106020, Brown Avenue Transportation 
Co., common carrier. Gasoline, kerosene and distillates in bulk 
in tank trucks, from Toledo, O., and points within 3 miles of 
Toledo, to points in a territory in Mich., over described irregt- 
lar routes. 


K. C. S. Refinancing 


Commissioner Mahaffie raised a question as the propriety of 
paying a fee to an investment banking house for its ane 
services when that banking house was also the successful Oe 
der for a syndicate, in argument before division 4 of the se 
mission in Finance No. 15076, Kansas City Southern Railwaj 
Co. Proposed Securities. 


Examiner W. P. Starr had recommended in that proceel 
ing that the Commission deny the railroad authority 000 6 
$40,000,000 of first mortgage bonds, series A, and $6,000, gral 
unsecured promissory notes, as part of a refunding Pro ‘ 
involving securities maturing for the most part In 1950. “< 
examiner’s recommendation was based on the fact that om) 
one bid had been received, and on the cost, which he ey 
at $3,200,000 in discount, premium, and duplicate interest. 

L. D. Adkins, of Cravath, Swaine & Moore, and W. N. ae 
emus, president of the railroad, urged the division to PP 
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the application promptly, in order that estimated tax Savings on 
excess profits in 1945 might be realized. Mr. Adkins argued 
that the fee to the investment banker should be paid, and 
observed that, in the proceeding in which the Commission or- 
dered most railroad securities to be offered at competitive 
bidding, the suggestion had been made from the bench that 
fnancial advice be sought and paid for by railroad when nec- 


‘Commissioner Mahaffie also asked whether or not, when 
a Kuhn Loeb syndicate was formed, there would be compe- 
tition from firms normally forming such a syndicate. Mr. Ad- 
kins said it did not normally happen, but cited certain firms 
that, although normally forming a part of a Kuhn Loeb group, 
had bid in competition with that group. At any rate, he said, 
Kuhn Loeb had not “cornered” the market in connection with 
the K. C. S. issue. He argued that, after the information con- 
cerning a bid was made public, he saw no reason why the 
advising banker should not bid. 

Later, Mr. Adkins said he wanted to refer to rumors he 
had heard that the bid for the K. C. S. bonds was lower because 
the syndicate knew that a Halsey Stuart & Co. syndicate would 
not bid. Mr. Adkins, and later, Mr. Daremus, said that their 
information was that up to noon of October 16, bids being due 
at noon of the 17th, the Halsey Stuart group intended to bid. 
However, some members of the syndicate had withdrawn be- 
cause of the fact that certain railroad issues previously of- 
fered had not yet been moved, said Mr. Adkins, adding that 
Halsey Stuart had informed all members of the syndicate of 
the decision not to bid, probably on the afternoon of the 16th 
or the morning of the 17th. Mr. Daremus said he heard of the 
decision at 8 p. m. of the 16th. 

Mr. Adkins said he had asked Kuhn Loeb to give him some 
information as to “what they had in their minds before they 
had any intimation that Halsey Stuart might not bid.” Kuhn 
Loeb had given him a list showing the suggestions of syndicate 
members, said Mr. Adkins, and that 35 of the members had 
suggested an average offer of 98.259. Thus, he said, the actual 
bid of 98.25 did not differ materially from the bid suggested by 
the syndicate members before there was any question that Hal- 
sey Stuart would not bid. 

Reviewing the arguments made in favor of the issue in ex- 
ceptions to the examiner’s report (see Traffic World, Nov. 17, 
p. 1205), Mr. Adkins indicated that the deadline for offering the 
new bonds was December 1. 


Tariff Question on Routing 


Swift & Co. and Armour & Co. have filed a joint petition 
with the Commission for rehearing, reargument and recon- 
sideration in No. 28552, Swift & Co. vs. Alton Railroad Co. 
et al. in which the Commission found that aggregates of 
specific commodity rate factors to and from east-bank Missis- 
sippi River crossings constituted commodity rates within the 
meaning of a note appended to an intermediate rule, and dis- 
missed the complaint (see Traffic World, Aug. 25, p. 479). 

The proceeding involved a complaint that rates charged 
on fresh meats, in carloads, and in mixed carloads with pack- 
inghouse products, from Sioux City, Ia., South Omaha, Neb., 
South St. Joseph, Mo., and Kansas City, Kan., to Cincinnati, O., 
were inapplicable. Commissioner Aitchison, dissenting, said 
the report “departs from time-honored and salutary rules of 
tariff construction, and by devious means arrives at the con- 
clusion that two separate proportional rates, published in two 
separate tariffs, are ‘a commodity rate in any other tariff,’ 
within the meaning of note 4 of the intermediate rule.” 

The petitioners cited seven errors in the report, as follows: 


The Commission erred in stating that hertofore shippers, railroads, 
and the Commission have applied the tariffs as the Commission now 
construes them in the present decision. 

In determining the existence of an overcharge under section 6(7) 
the Commission erred in giving “important” or any weight to the al- 
leged fact that complainant was not misled to its damage. 

The Commission erred in stating that existing rate relations have 
_ based upon the present construction of the tariffs. No rate on 
: meats from the Mississippi River or Chicago to Cincinnati has 
ver been prescribed by the Commission, nor has the Commission ever 
Prescribed any relationship as between the fresh meat rates to Louis- 
ville and to Cincinnati. 
cree Commission -erred in apparently assuming that the present 
ame rates on fresh meats and packing house products are in 
“seer mana with bases or relationships heretofore prescribed. Such 
witho ‘e prescribed rates are exceeded by the present rates, published, 
Ge ur investigation by the Commission, following the decision in 

neral Commodity Rate Increases, 1937, 223 I. C. C. 657. 
eeee Tule of construction announced by the Commission would have 
ya the os effect in changing the present application of rates through- 
shed — States, would jeopardize the integrity of all rates estab- 
brin under the intermediate rule, and would by mere construction 

8 about violations of section 4 of the act where none now exist. 
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The Commission erred, and reversed many prior decisions, in hold- 
ing that under the aggregate rule a combination of separately published 
rates, whether mutually dependent proportional rates, or otherwise, 
becomes a single factor joint rate. 


The suggestion that the conclusion of law stated in the present 
decision is not a precedent which will govern other cases is obviously 
unsound and impossible of application. 

In reference to the final point, the petitioners quoted from 
the report as containing, “perhaps by way of apologia for a 
decision reversing prior canons of tariff construction,” the 
statement that ‘what we have here found is not to be con- 
strued as applicable in situations where the facts are different.” 

They said if it was intended to imply that the decision 
did not constitute a rule for future construction of the identical 
tariff provisions, it was, of course, erroneous and misleading. 
In that respect, they said, they had only to refer to a recent 
decision in No. 29187, Belle Eldridge Gold Mines, Inc., vs. A. T. 
& S. F. Ry. Co. (see Traffic World, Nov. 10, p. 1145) in which, 
said the petitioners, the decision in No. 28552 was used as 
a precedent. 


The petition contained a number of examples, with sketches, 
to show cases in which it was alleged that rates would be 
increased under the instant decision, with consequent fourth- 
section departures, and where rates would be reduced. 


The petitioners said the purpose of aggregate rules was 
to avoid fourth-section departures and that, where there were 
two possible constructions of a tariff, that which would avoid 
such departures should be accepted. 


in its argument that the Commission erred in treating the 
combination of intermediate rates as joint through rates even 
though the rule authorizing application of the combination was 
published in a single tariff, the petitioners contended that the 
publishing of three separate rates by three different carriers 
never “in any actual or true sense” became a joint through 
rate. 

“When any one of the three carriers has, of its own initia- 
tive, without conference or consent of the other, or perhaps 
even contrary. to the wishes of the other, established an indi- 
vidual rate factor which makes up part of a through rate, 
or changes it under similar conditions,” said the petitioners, 
“there is an extraordinary misuse of words in stating that such 
rate becomes a joint rate within the terms of the definition in 
the Commission’s tariff circular No. 20.” Later they said 
that “to say that from a separate combination of three factors, 
each of which can be changed at will by the carrier who 
publishes it, the combination of intermediate rates becomes a 
joint through rate is nothing less than a conjurer’s trick.” 

Throughout their petition, the petitioners insisted that, in 
the instant decision, the Commission had reached a conclusion 
contrary to all of its previous decisions. 


N. I. T. L. Wants Order Vacated 


Saying among other things that “fundamentally, the report 
of the Commission gives a strained construction to plain words 
by artful statement or neat language, strangely confusing singu- 
lar words in the tariff rule by conversion into plural terms 
through the device of dealing in a single sentence with rates 
from several origins and rates which changed during the period 
of the action,’ the National Industrial Traffic League has asked 
the Commission to vacate its decision in No. 28552, and reopen 
the case for reconsideration and oral argument, without further 
briefs. 


Continuing the statement quoted, the league said that 
‘in other words, the plural statements in one sentence in the 
decision relating to various aggregates (plural) would be pal- 
pably illogical if repeated in a series of sentences each dealing 
with-a particular aggregate. Shipments are individually rated: 
each rate is individually derived from a tariff.” 

The league raised eight other objections to the report: 
That it regarded the intention of the framers or participating 
carriers as controlling; that it looked to the supposed practice 
and attitude of shippers and railroads in construing like rules 
in similar situations, and “the supposition is erroneous without 
support in this record’ that it held a tariff should not be 
construed in favor of a complainant who has not beén mis- 
lead to its damage by the rule as now construed by the de- 
defendants; that the report violated the canon of construction 
that doubt should be resolved against the carrier and that the 
construction adopted should not result in a long-and-short haul 
violation; that the Commission relied on a novel and unsound 
theory of tariff interpretation; and that any decision announc- 
ing principles or applying principles to given facts must be 
considered as a future precedent for corresponding situations, 
else the tribune “stultifies” itself; and that it did not appear 
clearly whether the Commission’s interpretation was influenced 
by the circuity of the routes of the movement and that the 
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report was erroneous if interpretation of the rule depended at 
all on the characteristics of the routes involved in the case. 

The Decatur Iron & Steel Co. asked thé Commission to re- 
open arid reconsider the proceeding on the record as made, 
saying the decision nullified the Commission’s own provisions as 
contained in rule 27 of tariff circular No. 20. 

It said a rate clerk in California could not be expected to 
know which of several lines the New Haven Railroad, for ex- 
ample, would use between two points. Unless some restriction 
was placed in one of the governing tariffs, it said, “it is not only 
unjust to require the rate clerk to ascertain the normal oper- 
ating route, but it is impossible because the carrier would de- 
cide the issue one way in one proceeding, and if the shipper were 
not satisfied and appealed to the Commission, then the Com- 
mission could decide another way.” It defeated the entire pur- 
pose of section 6 of the interstate commerce act for the Com- 
mission to hold as the minority had in this case, the steel com- 
pany said. 





















South-North Rate Question 


Shippers in the north and south are opposing each other, 
as northern shipping interests support, and southern interests 
combat a joint petition of both northern and southern carriers 
“filed with the Commission for modification of the Commission’s 
order in No. 27746, State of Alabama, et al. vs. New York Cen- 
tral Railroad Co. et al., so as to place certain traffic from the 
south to the north, moving on commodity rates or exceptions on 
a parity with rates within Official] Territory, in conformity with 
the decision in No. 28300. 

In the original decision, to which then Chairman Eastman, 
joined by Commissioner Porter, and Commissioner Miller dis- 
sented, with Commissioners Alldredge and Patterson not par- 
ticipating, a group of southern states, in protesting as unrea- 
sonable, unjustly discriminatory, and unduly prejudicial, inter- 
territorial rates between the north and south, also alleged that 
the defendants, by cooperation and agreement in maintaining 
the rates complained of, had restrained commerce among the 
states in violation of the antitrust laws, 235 I. C. C. 255. The 
proceeding was the first one in which the southern governors 
raised the issues that were later decided as to class rates in 
No. 28300. 

In the instant proceeding, the Commission found rates on 
certain articles from points in southern territory to points in 
Official Territory unreasonable to the extent they were on levels 
higher than would result from application of approximately the 
same levels of rates as applied on similar traffic within Official 
Territory, and unduly prejudicial. 

The northern and southern carriers, in their petition, said 
there was need for increased revenues from interterritorial 
rates on the commodities named as to which, they said, the 
existing intraterritorial rates were the class rates now effective 
in Official Territory. 

“In fact, the nature and purpose of the Commission’s find- 
ings in the instant proceeding require that the said interterri- 
torial rates be increased in proportion as increases are applied 
to rates on the same commodities within Official territory, 
otherwise the rate structure would reflect an anomalous situa- 
tion, in that the prescribed interterritorial rates, which were 
intended to reflect the rate level in the north, would be on a 
lower level than the rates on the same commodities within the 
north,” said the carriers. 

The carriers were supported in their petition by the Cleve- 
land Chamber of Commerce; Peoria Association of Commerce; 
Indianapolis Chamber of Commerce; Chicago Association of 
Commerce; Columbus Chamber of Commerce; and Indiana 
State Chamber of Commerce, jointly. The St. Louis Chamber 
of Commerce also supported the carriers’ petition. 

Opposition to the petition was voiced in answers to the 
petition filed jointly by Atlanta Freight Bureau; Birmingham 
Traffic Association; Chattanooga Manufacturers Association; 
and Nashville Freight Bureau, and by the complainants. 

Saying that the case on behalf of the complaining states in 
No. 27749 had been presented by the Southern Governors Con- 
ference, the response of the complainants continued: 

The Southern Governors Conference made no objection to the 
numerous requests by the defendants for modification of the Commis- 
sion’s order in Docket 28300, although some of these requests deprive 
the south of some of the benefits of the Commission’s interim order 
therein. This is particularly true of the request (since granted) to be 
permitted to retain commodity rates that will be higher than the re- 
vised class rates in numerous instances. The conference took the posi- 
tion that in putting into effect an interim adjustment, such as required 
by the Commission’s interim order, all parties should take a reasonable 
attitude as to the various disturbances in the rate adjustment that 
would necessarily occur and should be content to wait the working out 
of the permanent adjustment prescribed by the Commission for the 
‘ironing out of the many discriminations and disturbances of relation- 
|;ships that result from the publication of the interim rates. 
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In view of this attitude and of the course which the confere 
pursued, we feel that it is grossly unfair for the carriers to Single oyt 
the one situation where the interim adjustment may result in some 
advantage to the south and undertake to now deal with it although not 
required by the Commission’s order in Docket 28300, and although they 
propose to leave untreated many other resulting situations that are to 
the disadvantage of the south. This is nothing short of an attempt to 
punish the south as to the rates on the commodities involved because 
those rates are covered by an order of the Commission in another case 
It is admitted, however, that the changes are not authorized by the 
order in Docket 28300 because the rates sought to be increased are ex. 
ception or commodity rates and therefore expressly excepted from the 
order in Docket 28300. There are many hundreds of other Situations 
where commodities move in part on class rates and in part on com- 
modity rates and nothing is proposed to be done as to them. The idea 
seems to be that if temporary discriminations under the interim order 
result from voluntary action of the carriers in the past they shall await 
the working out of the permanent adjustment, but if they result from 
an order of the Commission in another case in the past they must be 
immediately corrected. 


nee hag 


The Commission, by an order in the proceeding, permitted 
eight southern foundries to intervene and to file a reply to the 
carriers’ petition, asking that it be denied. 


Motor Minimum Rate Increase 


Exceptions to the treatment accorded cost data by Exami- 
ners Croft and Kassel in their proposed report in I. and §. 
M-2240, Minimum Charges in Central Territory, and embraced 
proceedings, have been filed with the Commission by central 
states and eastern motor carriers (see Traffic World, Sept. 29, 
p. 281). The title proceeding embraced I. and S. M-2436, Mini- 
mum Charges per Shipment in East, and I. and S. M-2450, 
Continental Transportation Lines, Inc.—Minimum Charges. 

In their proposed report the examiners said the carriers 
had shown an interest in the development of a formula for de- 
termining motor carrier cost beyond the immediate issue of 
reasonablenes, but had not, for “multiple reasons’ reached re- 
sults that could be expected as reasonably accurate. They’pro- 
vided that the minimum charge was to be in no case less than 
$1.05, the carriers having proposed $1.25 as the lower limit. 

Central States Motor Freight Bureau, Inc., in its exceptions 
in I. and S. M-2240, noting that the class of shipments involved 
were chiefly those light in weight or low in classification rating, 
observed that, after numerous corrections, the Commission's 
own experts had found that the cost to the carriers, under any 
circumstances, was at least $1.21. While not acceding to this 
figure, the respondent said the proposed charge of $1.25, rep- 
resenting a profit of only 4 cents and an operating ratio of 
96% per cent above the “undisputed minimum cost of $1.21” 
could not be held to be unreasonably high and that the rate of 
$1.05 prescribed in an earlier report by the Commission and 
now in effect was unreasonably low, confiscatory and unlawful. 

“From the long range standpoint, the final disposition of 
the proposed report will determine whether the Commission, in 
deciding cases which depend upon the evaluation of cost evi- 
dence, will do so upon the basis of the studies, analyses, and 
sworn testimony of cost experts, including ranking members of 
its accounting and statistical sections, or upon the lay opinions 
and views of examiners, which have been untested in a public 
hearing, about matters which require statistical training and 
experience,” said the Central States bureau. “If the Commis- 
sion elects the latter course, as it will by adopting the recom- 
mendations of the proposed report, future proceedings involving 
costs must eventually deteriorate into the travesty which this 
proceeding has become.” 

Observing that the recommendation of the proposed report 
was in effect as much a condemnation of the Commission as of 
the respondents, .and that the duty of the Commission was not 
of the “Pontius Pilate character evidenced by the report,” the 
central states respondent said the Commission had been granted 
public funds to establish large staffs of competent statistical 
experts. When it employed those staffs, as it had in this case, 
they said, and they reported, “the parties in the case certainly 
have a moral right and undoubtedly a legal right to rely upon 
the competency and integrity of those reports.” They said the 
“hypercritical pinprick criticisms, most of which are wholly 
unjustified and all of which are of no substance and would have 
no effect on the over-all results of the study,” evidenced “one 
thing, and one thing only, which is bias and prejudice of that 
report.” 


Middle Atlantic States Exceptions 


The Middle Atlantic States Motor Carrier Conference sub- 
mitted four exceptions to the report. They said the examiners 
had not stated why the studies made by the Middle Atlantic 
group were not representative. As in the case of the centra 
states group, the Middle Atlantic respondents said even the pro- 
posed report showed there was a considerable margin between 
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ded rates and the costs as calculated both by the 


sondents and the staff of Dr. Edwards, the: Commission’s 


‘of cost analyst. j 
Observing that the figures the examiners had recommended 


minimum charges were the same as those recommended for 


ral Territory, the Middle Atlantic carriers said that could 


legally be done, adding that “evidence in one case, relating 
in Central Territory, may not lawfully be used as a 
for findings and ultimate conclusions in a different case 
werning Eastern Territory.” Further than that, they said, 
examiners would have the Commission ignore the “proved 
as to higher operating costs in Eastern than in Central 
Petes to the record as “stale,” and to the “pyramiding 
bor costs rises and other expense items” since the period 
ghich the cost figures in the record referred, the carriers 
4 the legal question, having regard to the decision of the 
sreme Court in the A. T. & S. F. Case, 284 U. S. 248, was 
bn the Commission lawfully now, nearly one and one-half 
Lrs after its order of suspension, and long after its suspension 
wer has expired, prescribed for the future, as the maximum 
reasonableness, new minimum charges, which if to be based 
all upon costs either in Eastern or Central Territory, or 
th, would relate to a cost level which has long since become 
t of date.” 





ny Wharfage Reparation 


A petition for leave to intervene as “amicus curiae,” for 
» purpose of filing a reply to the petitions of northern and 
sthern railroad defendants for reopening of the proceeding, 
been filed in No. 29117, United States of America vs. 
ordeen & Rockfish Railroad Co. et al., by Benjamin J. Brooks, 
Washington, D. C., attorney, who worked on the case prior 
the filing of the complaint, when he was a captain in the 
y transportation corps, stationed at the Pentagon. 
By a 2-to-1 decision, Commissioner Barnard dissenting, 
Commission, division 2, awarded reparation to the War De- 
ment in this proceeding at the rate of 4 cents a hundred 
ds since June 15, 1942, for failure of the defendant railroads 
make an allowance to the army for wharfage and handling 
ident to shipside receipt and delivery of its export, import, 
ise and intercoastal freight at army base piers 1 and 2, 
riolk, Va., or to furnish wharfage and perform the handling 
fice themselves (see Traffic World, Aug. 25, p. 481). The 
hern and southern railroad defendants subsequently asked 
reopening, reargument and reconsideration, contending that 
decision by division 2 disregarded “established principles” 
railroad regulation (see Traffic World, Oct. 20, p. 971). 
Mr. Brooks said in his petition that he represented no 
tial interest or interests who would benefit by affirmative 
on by the Commission in the proceeding, “other than the 
lic in general.” He prefaced his specific reply to the de- 
hiants’ petitions with a recital of views he described as a 
W approach to the case, different from that followed by 
mplainant.” The complainant, he said, set forth as its prin- 
al ground of complaint “the failure of the defendants to per- 
m the services on shipside traffic at army base piers 1 and 
Mr. Brooks said the question was whether the carriers were 
led to keep the 4 cents a hundred pounds included in the 
le-factor shipside rates to cover wharfage and handling, in 
war emergency period when neither the carriers nor their 
ls supplied the wharfage and handling and when such serv- 
sere supplied by the army, on the traffic here involved. 
added that on water-borne traffic moving through Norfolk 
- to the territories here involved the carriers published 
ne shipside rates that specifically included wharfage 
; a 100 pounds) and handling (3 cents a 100 pounds) at 
rp This meant, he said, that the carriers held themselves 
supply wharfage and handling on all waterborne traffic 
ugh Norfolk. 
€ carriers, not being in a position to supply wharfage 
b aes wd on complainant’s traffic,’ he continued, “should 
*- pe had tariffs, at the time the army took over the 
ling, Paoenpredr the charges . . . for such wharfage and 
—. their Single-factor shipside rates on the traffic 
cada ne base piers 1 and 2. The tariffs not having 
ntitled : , the Commission should find that the complainant 
» yo een . . . The carriers, prior to the time 
re ~ Ape over, paid an agent (public terminal opera- 
ling at arm x" 100 pounds for supplying wharfage and 
supplyin A ase piers 1 and 2. Since then the army has 
ent th & the wharfage and handling and the carriers 
€ four cents per 100 pounds...” 
Soemeake & Ohio, Mr. Brooks said, had recognized 
ide Ta and handling were included in the single-factor 
and that the government was entitled to an al- 





1269 


lowance for handling its own traffic over the C. & O. piers. 
He added that the Norfolk & Western and the Virginian had 
taken no part in the hearing and had filed no briefs, though 
they were “two of the principal carriers involved,’ and that 
this indicated that they were not opposed to the affirmative re- 
lief being accorded to the complainant. 

Mr. Brooks disagreed’ with the defendants’ contention that 
dissipation of carrier revenues, wasteful terminal services and 
payments to shippers which had the effect of rebates were in- © 
herent in the decision by division 2. He said the carriers had 
been and were charging the government for wharfage and han- 
dling which the government of necessity had been and was 
supplying. 

“When the time comes for the army to discontinue opera- 


_tion of the piers,” he said, “they will, no doubt, again be used 


by a terminal operator in furnishing wharfage and handling 
as an agent of the carriers. No permanent private facilities will 
have been set up to compete with the carrier-chosen facilities 
for traffic. In fact the carriers should be more than pleased to 
have these excellent facilities available for their use during 
peace times and to have the government operate them during 
the hectic days of war periods, without calling upon the govern- 
ment to pay extra for such wartime operation. . .” 


Kerr Steamship Co. Status 


Opposition to the petition of Kerr and American Export 
Lines for reopening of the proceeding in No. 635 was set forth 
in reply briefs filed with the Commission by two steamship 
lines—Ellerman & Bucknall Steamship Co., Inc., and Isthmian 
Steamship Co. These protestants averred that the new evidence 
Kerr proposed to introduce did not change Kerr’s status from 
that of agent to that of common carrier. Isthmian said that 
the ‘‘well established and admitted function” of Kerr was to 
act as agent for Silver Line in obtaining cargo for transporta- 
tion by the latter, for which service Kerr was paid a commis- 
sion consisting of an undisclosed percentage of the gross rev- 
enue. The reply briefs observed that Silver Line was not a 
member of the conference to which Kerr sought to be a party 
and that Silver Line would be outside the Commission’s jurisdic- 
tion in conference matters. According to Kerr the status of a 
common carrier, when it proposed neither to own or charter 
ships or to engage in transportation itself would result in un- 
fair competition for “the legitimate common carriers,” Isthmian 
contended. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


New Jersey district, at Newark. Sol Saperstein, Wood- 
ridge, N. Y., was fined $200 following entry of his plea of 
guilty to an information charging violations of part II of the 
interstate commerce act. The defendant was required to pay 
all of the fine. He was charged with transporting property in 
interstate commerce as a motor-vehicle common carrier for 
compensation without a certificate from the Commission. 

New Jersey district, at Newark. Rosenblatt’s Friendly 
Mountain Line, Inc., and Samuel Rosenblatt, both of Brooklyn, 
N. Y., were fined a total of $2,000 following entry of their sep- 
arate pleas of guilty to an information charging them with vio- 
lations of part II of the interstate commerce act. Payment of 
fine of $1,000, imposed on Rosenblatt’s Friendly Mountain Line, 
Inc., was suspended for a probationary period of one year and 
a fine of $1,000, imposed on Samuel Rosenblatt, was required 
to be paid. Rosenblatt’s Friendly Mountain Line, Inc., was 
charged- with transporting passengers in automobile sedans in 
interstate commerce for compensation, without a certificate 
from the Commission, and with transporting more than six 
adult passengers in a single sedan, in violation of a condition 
of its certificate restricting the number of passengers to be 
transported in a single sedan on any single trip to not more than 
six exclusive of the driver and children under 10 years of age 
who did not occupy a seat or seats. Samuel Rosenblatt, presi- 
dent of Rosenblatt’s Friendly Mountain Line, Inc., was charged 


. with aiding and abetting that corporation in the commission of 


the offenses. : 

District of Montana, at Great Falls. Badger Basin Dis- 
tributors, a co-partnership composed of Charles A. Harber and 
Verne E. Schwin, of Great Falls, was fined $250 November 1, 
following entry of a plea of guilty by the partnership to an 
information charging it with failing to have in its files doctors’ 
certificates of physical examinations of its new drivers and 
with permitting and requiring drivers to operate motor vehicles 

































































































REGULATION OF COMMON CARRIERS 


(Supreme Court of Florida, Division B.) The sending of a 
telegraph message from one state into another is a transaction 
in “interstate commerce” and the transmission is an indivisible 
movement fom time of receipt of telegram from sender to final 
delivery to addressee, as regards addressee’s right to damages 
for nondelivery. 

The sending of a telegram by plaintiff’s brother in another 
state to plaintiff at Ocoee, Fla., notifying him of sister’s death 
was an “interstate transaction’ notwithstanding nondelivery 
resulted from failure to relay telegram from Jacksonville to 
Ocoee, and hence plaintiff could not recover from telegraph 
company for mental pain and anguish. F. S. A. Secs. 363.02, 
363.03, 363.06. (Price vs. Western Union Telegraph Co., 23 So. 
Rep. 2d, 491.) 





for excessive daily hours. The fine was paid. 

District of Idaho, southern division, at Boise. Lowell W. 
Kloppenburg, of Twin Falls, Ida., was fined $550, November 5, 
following his entry of a plea of guilty to an information charg- 
ing him with engaging in the business of a contract carrier 
of property for compensation without there having been issued 
to him a permit authorizing the particular operations described; 
with collecting and receiving a less compensation for the trans- 
portation of property in interstate commerce than the applicable 
minimum rates specified in his effective schedule of minimum 
rates; and with failing to keep driver’s logs when personally 
operating motor vehicles and to require his drivers to keep 
such logs. The defendant was ordered to pay the fine in full. 

Eastern North Carolina district, at Raleigh. Leon Perry, 
dba Perry’s Lumber Co., of Henderson, N. C., was fined a 
total of $1,000, October 29, following his plea of guilty to two 
informations charging violations of the interstate commerce 
act. The defendant was charged with transporting property 
as a common carrier without authority, with failing to require 
his drivers to keep daily logs, and with failing to have medical 
certificates on file for new drivers. $200 of the fine was required 
to be paid and the remaining $800 suspended during a pro- 
bationary period of two years. 

On the same day Motor Sales Co., Inc., a shipper, of 
Henderson, N. C., was fined a total of $200 following its plea 
of nolo contendere to an information charging it with aiding 
and abetting defendant Perry’s unauthorized operations. The 
company was required to pay the full amount of the fine. 


ELKINS ACT PROSECUTIONS 


The Commission has been advised, according to a memoran- 
dum issued by Secretary Bartel, that G. L. Baggett, traffic 
manager for Capital Grain & Feed Co., a partnership of Mont- 
gomery, Ala., entered a plea of guilty, November 13, in the 
federal court for the middle Alabama district, at Montgomery, 
to an information in one count charging a violation of section 
1 of the Elkins act, whereupon the court assessed a fine of 
$1,000, which was paid. According to the memorandum, the 
case grew out of false representations concerning the contents 
of shipments of grain products forwarded from Montgomery 
by the Capital Grain & Feed Co., which resulted in the ship- 
ments being afforded the benefit of transit privileges to which 
they were not entitled under the provisions of the transit tar- 
iffs applicable at Montgomery. 

In another memorandum, the secretary said the Commis- 
sion had been advised that Edward L. Eyre & Co. had entered, 
November 16, a plea of guiltv to two counts of an information 
in five counts charging the solicitation and acceptance of con- 
cessions in violation of section 1 of the Elkins act, and had 
been fined by the federal court for the northern California dis- 
trict, at San Francisco, a total of $2,000. He said the three re- 
maining counts had been nole prossed. The memorandum said 
the case grew out of the false description of new burlap bags 
as burlap bagging forwarded from New York, N. Y., to Cal- 





ifornia points by the New York representative of Edwari 
Eyre & Co., who, it said, falsely described the shipments - 
instructions received by him from the Eyre Co, at San Fra. 
cisco. 

The secretary said the two cases had been investigates . 
the Commission’s Bureau of Inquiry. , 





CHAMPLIN PIPELINE STATUS 


The Supreme Court of the United States, Noy, 
ordered restored to the docket, “for reargument be 
bench,” No, 75, Champlin Refining Co., Petitioner, 
States of America and Interstate Commerce Commision P 
argument of the proceeding thus will await the retum 4 
Justice Jackson from his present assignment in Europe. jy é 
prosecution of Nazi war criminals. Earlier, the Court aj 
denied motions by Champlin for continuance of ora] 
in the case until such time as it might be heard by the {ij 
membership of the court (see Traffic World, Oct. 20, p. 91) 
Contested by Champlin in this case is a decision by the Com. 
mission that Champlin, in its petroleum pipeline Operations 
between Enid, Okla., and Rock Rapids, Ia., has the statys oa 
common carrier by pipeline, subject to the Commission's jurs. 
diction. 
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DRINKING ON TRAINS 


Representative Russell, of Texas, has introduced } 2 
4745, a bill to make railroad companies responsible in dp. 
ages for injuries suffered by reason of drinking conditions » 
trains, such conditions being specified as follows: (1) any rig 
disorder, or other disturbance due to the drinking of aleohgiy 
beverages by any passenger or passengers on any train of sus 
carrier; (2) any act of any passenger on any train of such cy. 
rier caused by the use of alcoholic beverages on any train of 
such carrier, or (3) any act of any employe of such carrier 
caused by the use of alcoholic beverages on any train of sh 
carrier. The bill provides that any action to recover damages 
under the act “may be brought in the United States distr 
court for the district in which the plaintiff resides or thrown 
which the road of the carrier runs.” The bill was referred io 
the committee on interstate and foreign commerce. 


LAND GRANT RATE REPEAL 


Conferees on the land grant rate repeal Bill have agreed 
elimination from the bill of the McFarland veterans’ amen- 
ment. The date of repeal—October 1, 1946—remains unchanged. 
The measure as agreed to will be submitted to the Senate ani 
the House. 

The Senate adopted the conference report on the til 
November 20. 


HOBBS ANTI RACKETEERING BILL 


The House rules committee has granted a rule to expeditt 
consideration by the House of H. R. 32, introduced by Repre 
sentative Hobbs of Alabama, a bill providing for, among other 
things, punishment of any person or persons, who in any Way 
or degree obstruct, delay, or aflect commerce or the movement 
of any article or commodity in commerce by robbery of & 
tortion. 





WAREHOUSE “TRADE ZONE” PRIVILEGES 


Foreign-trade zone privileges would be extended to certain 
types of warehouses under provisions of H. R. 4707, a bill i 
troduced by Representative Rabin, of New York. 

The bill amending section 555 of the tariff act of 1930, 4 
amended, contains a provision that “buildings or parts of buila- 
ings and other enclosures may be designated by the Secretary 
of the Treasury as foreign-trade warehouses into which fore 
and domestic merchandise of every description, except such a 
is prohibited by law, may, without being subject to the =. 
laws of the United States, be brought and may not be man f 
tured or exhibited but may be stored, broken up, repacked, 4 
sembled, distributed, sorted, graded, cleaned, mixed with at. 
or domestic merchandise, or otherwise manipulated oe 
exported, and foreign merchandise may be sent into cus ge 
territory of the United States therefrom, in the original er By 
or otherwise,” subject to conditions prescribed in the bi ia be 
section 2, of the bill, section 556 of the tariff act — 
amended so as to direct the Secretary of the Treasury t0 The 
lish from time to time “such rules and regulations as sal 
necessary for the establishment of bonded warehouse, the 
foreign-trade warehouses and to protect the interests 
government in the conduct, management, and operation © owt 
warehouses and in the withdrawal of and accounting 
chandise deposited therein.” 
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November 24, 1945 


Rate Bureau Regulation 


The House committee on interstate and foreign commerce 
has reported H. R. 2536, the Bulwinkle rate-bureau regulation 
hill, substantially in the form in which the bill had been re- 
ported to the full committee by the subcommittee that held 
hearings on it (see Traffic World, Oct. 20, p. 983, Oct. 27, p. 
1041, and Nov. 3, p. 1088). 

The only change made by the full committee in the bill as 
reported by the subcommittee was the addition, at the end of 
subsection (2) of the proposed new section 5a, of the words 
“in this paragraph.” 

. The creates rewrote the bill and included in it an 
amendment proposed by the National Industrial Traffic League, 
prohibiting approval by the Commission of any agreement be- 
tween or among carriers of different classes “unless it finds 
that such agreement is limited to matters relating to trans- 
portation under joint rates or over through routes.” The sub- 
committee amendment defined the different classes of carriers 
contemplated in the making of this limitation. It was brought 
out in the course of the hearings that one purpose of this limi- 
tation was to forbid any “getting together” of carriers of dif- 
ferent classes for the purpose of maintaining or establishing 
their respective rates at such levels as they might mutually 


th. text of H. R. 2536 as reported by the full committee 


follows: 


Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled, That the interstate 
Commerce act, as amended, is amended by adding after section 5 
thereof a new section as follows: 

“Sec, 5a. (1) For purposes of this section— 

“(A) The term ‘carrier’ means any common carrier subject to 
part I, II, or III, or any freight forwarder subject to part IV, of 
this act; and 

“(B) The term ‘antitrust laws’ has the meaning assigned to such 
term in section 1 of the act entitled ‘An act to supplement existing 
laws against unlawful restraints and monopolies, and for other pur- 
poses’, approved October 15, 1914. 

“(2) Any carrier, party to an agreement between or among two 
or more carriers may, under such rules and regulations as the Com- 
mission may prescribe, apply to the Commission for approval of 
the agreement, and the Commission shall by order approve any such 
agreement (if approval thereof is not prohibited by paragraph (3), 
(4), or (5)) if it finds that, by reason of furtherance of the national 
transportation policy declared in this act, the relief provided in para- 
graph (8) should apply with respect to the making and carrying 
out of such agreement; otherwise the application shall be denied. The 
approval of the Commission shall be granted only upon such terms 
and conditions as the Commission may prescribe as necessary to enable 
it to grant its approval in accordance with the standard above set forth 
in this paragraph. 

“(3) The Commision shall not approve under this section any 
agreement between or among carriers of different classes unless it 
finds that such agreement is limited to matters relating to transporta- 
tion under joint rates or over through routes; and for purposes of 
this paragraph carriers by railroad, express companies, and sleeping- 
car companies are carriers of one class; pipe-line companies are car- 
riers of one class; carriers by motor vehicle are carriers of one class; 
carriers by water are carriers of one class; and freight forwarders 
are carriers of one class. 

“(4) The Commission shall not approve under this section any 
agreement which it finds is an agreement for a pooling, division, 
consolidation, merger, purchase, lease, acquisition, or other transac- 
tion, to which section 5 of this act is applicable. 

(5) The Commission shall not approve under this section any 
agreement which establishes a procedure for the determination of any 
matter through joint consideration unless it finds that under the agree- 
ment opportunity to act contrary to the determination arrived at 
through such procedure is afforded to each party to the agreement 
which did not concur in such determination. 

“(6) The Commission is authorized, upon complaint or upon its 
own initiative without complaint, to investigate and determine whether 
any agreement previously approved by it under this section, or terms 
and conditions upon which such approval was granted, is not or are 
hot in conformity with the standard set forth in paragraph (2), or 
whether any such terms and conditions are not necessary for purposes 
of conformity with such standard, and, after such investigation, the 

mmission shall by order terminate or modify its approval of such 
agreement if it finds such action necessary to insure conformity with 
such standard, and shall modify the terms and conditions upon which 
such approval was granted to the extent it finds necessary to insure 
conformity with such standard or to the extent to which it finds such 
terms and conditions not necessary to insure such conformity. The 
effective date of any order terminating or modifying approval, or 
fhotitying terms and conditions, shall be postponed for such period as 

e easton determines to be reasonably necessary to avoid undue 
heen No order shall be entered under this section except after 
ie parties have been afforded reasonable opportunity for 
this (8) Parties to any agreement approved by the Commission under 
is © poms and other persons are, if the approval of such agreement 
the oper onibited by paragraph (3), (4), or (5), hereby. relieved from 
i, of the antitrust laws with respect to the making of such 
in oman and with respect to the carrying out of such agreement 
ond ormity with its provisions and in conformity with the terms 
conditions prescribed by the Commission. 
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‘*(9) Any action of the Commission under this section in approving 
an agreement, or in denying an application for such approval, or 
in terminating or modifying its approval of an agreement, or in pre- 
scribing the terms and conditions upon which its approval is to be 
granted, or in modifying such terms and conditions, shall be construed 
as having effect solely with reference to the applicability of the relief 
provisions of paragraph (8).’’ 


“Clarifying Changes” Made 


In its report on H. R. 2536 the committee said that the 
committee substitute retained the substance of the provisions 
of the bill as introduced, but that certain clarifying changes 
had been made and that the substitute contained the limitation 
proposed by the National Industrial Traffic League as to agree- 
ments between carriers of different classes. The committee said 
that there had been a full hearing on the bill, that it had 
“virtually the unanimous support of all interests directly in- 
terested in transportation,” and that none appeared in opposi- 
tion to it. It said that one of the Attorney General’s criticisms 
of the bill had been met by an amendment to it. : 

After outlining the growth of “a large number of join 
organizations bearing various designations such as bureaus, 
associations, committees and conferences, the purpose of which 
is to facilitate joint action by the participating carriers with 
respect to the many matters in connection with which such 
action is necessary,” the House committee quoted the following 
excerpts from testimony by Commissioner Aitchison: 

“Business has conformed to necessity and realities, and 
carriers of all types have formed associations and bureaus, 
and have dealt collectively with each other and with the public, 
openly and seemingly under the assumption that as long as 
their collective action furthered the purposes of the interstate 
commerce act, was not coercive, preserved the right of inde- 
pendent action, and did not unreasonably restrain commerce, 
they violated no law.” 


Reference to Justice Department 


The committee said that these organizations had been 
operated openly and, particularly in the case of rate associa- 
tions, had been maintained with the approval and cooperation 
of shippers and with encouragement of the Commission and 
other government agencies “as both necessary and desirable.” 
In fact, it said, various government departments and agencies 


had frequently utilized them to advantage. Continuing, the 
committee said: 


A few years ago, however, certain officials of the Department of 
Justice, in speeches delivered 1n various parts of the country and in 
other ways, began to question the legality under the antitrust laws of 
the cooperative activities carried on by the carriers through various 
joint organizations, and more particularly through their rate associa- 
tions. Late in 1942, when the country was in the midst of the war 
and dependent to a great extent upon its transportation system for the 
successful prosecution thereof, the Department of Justice took steps 
toward securing indictments under the antitrust laws against various 
railroads and motor carriers because of activities conducted by them 
through certain of their rate associations. Its efforts in that direction 
were temporarily stayed as the result of the issuance on March 20, 1943, 
of certificate 44 by the chairman of the War Production Board . . . Sub- 
sequently, however, the department instituted a civil suit under the 
antitrust laws, against various western railroads and others, which 
raises questions as to the legality of railroad rate associations and other 
types of joint agencies maintained by railroads... The legality under 
the antitrust laws of a certain rate association activities has also been 
brought into question in a suit recently brought in the Supreme Court 
by the State of Georgia against numerous railroads. 

These developments have caused grave concern among all those 
having direct interest in transportation, who see in the situation a 
threat to long-standing practices in the transportation industry that 
were developed in cooperation with the shippers and have proved their 
worth... 

It is recognized by all who are familiar with the problems of trans- 
portation that the carriers subject to the interstate commerce act cannot 
satisfactorily meet their duties and responsibilities thereunder, and the 
basic purposes of that act cannot be effectively carried out, unless such 
carriers are permitted to engage in joint activities to a substantial 
extent. The public interest will not be served if there is permitted to 
continue the recently created state of uncertainty as to the extent to 
which carriers may engage in joint activity without risk of violating the 
antitrust laws. 

The situation is one which clearly calls for prompt action by 
Congress... 


Legislative Precedents 


As precedents for legislation of the character here proposed, 
the committees cited provisions of section 5 of the interstate 
commerce act with respect to agreements as to pooling, divi- 
sions, consolidations, mergers, purchases, leases, acquisitions 
and certain other transactions; section 408 of the civil aero- 
nautics act, with respect to consolidations, mergers, and acquisi- 
tions of control by air carriers; section 412 of the civil aero- 
nautics act, authorizing approval by the Civil Aeronautics Board 
of agreements between air carriers, affecting air transportation, 
and relieving such carriers from the antitrust laws with re- 
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spect to such agreements after their approval; and section 15 
of the shipping act, 1916, with respect* to contracts between 
common carriers by water subject to that act. 

“The carriers cannot effectively meet the requirements of 
the law, or provide the type of transportation that the public 
has come to expect and demand of them, if each is to be 
compelled to go it alone without a reasonable degree of con- 
sultation and agreement with other carriers,” said the com- 
mittee. 

It noted that it had likewise been necessary for motor 
carriers, water carriers and freight forwarders to establish 
joint organizations. 

There was convincing evidence, said the committee, not 
only that the various types of joint organizations maintained 
by the carriers were necessary to enable them to meet the 
nation’s commercial requirements, but also that they were 
indispensable to the requirements of the national defense. 


Rate Approval Not Involved 


The committee, in discussion of provisions of H. R. 2536, 
said it was important to note that, in the case of a rate associa- 
tion or any similar joint organization, it was not the rates or 
other collective actions resulting from the association pro- 
cedures that the bill contemplated would be submitted by 
the carriers to the Commission for approval. 

“What is to be submitted in such case,” it said, “is the 
basic agreement setting up the association and defining the 
nature and scope of its activities and its mode of procedure. 
While the approval of that basic agreement by the Commission 
operates to relieve the parties thereto from the operation of 
the antitrust laws with respect to any action taken thereunder, 
so long as it is taken in accordance with the agreement and 
such terms and conditions as the Commission may attach to 
its approval, it should be noted that the application of the 
provisions of the interstate commerce act and other laws is 
unaffected by the granting of relief from the antitrust laws. 
Any person dissatisfied with any such action has the right to 
complain thereof to the Commission and will not be confronted 
with any presumption of legality under the act attaching to 
it because of the Commission’s approval of the basic agreement 
under which it was taken.” 


“Standard” for |. C. C. Guidance 


In explanation of its adoption, as the standard to be applied 
by the Commission in granting or withholding approval of the 
joint organizations affected by the bill, of “the national trans- 
portation policy” declared in the interstate commerce act, the 
committee said, in part: 


Congress has in its legislation embodied two important policies, the 
wisdom of each of which is unquestioned. One is the policy set forth 
in the antitrust laws, that restraint of commerce is not in the public 
interest. The other is the policy set forth in the interstate commerce 
act, particularly in the national transportation policy. 

It seems clear that in the field of transportation the two policies 
cannot both be applied in full measure. There must be some accom- 
modation between them. It is the function of the Congress to state its 
policy in this respect. It is apparent that Congress cannot lay down a 
rule specifically giving the answer to the multitude of problems in so 
vast and intricate a field. All it can do is to formulate a general rule 
and leave its application to be worked out by a qualified administrative 
agency. 

In the case of consolidations, mergers, and acquisitions of control 

. and in the case of agreements covered by section 412 of the civil 
aeronautics act, the basic standard upon which the administrative 
agency may grant approval resulting in antitrust law relief is (except 
in certain special situations) consistency with the ‘‘public interest.’’ 

A reading of the recent case of McLean Trucking Co. vs. U.S... 
which arose under section 5 of the interstate commerce act, reveals the 
difficulties of interpretation encountered by the Supreme Court in de- 
termining whether the test of ‘‘consistent with the public interest’’ had 
been properly applied by the Commission. 


McLean Trucking Case Cited. 


To say, as the existing provisions of law above referred to do in 
effect, that if the administrative agency finds the agreement to be 
“consistent with the public interest’’ then the antitrust laws shall not 
apply, is to invite the argument that the approval of the agreement is 
to be granted or denied solely upon some consideration of ‘‘public in- 
terest’’ outside of and apart from the antitrust laws. Some such idea 
was apparently imputed to the majority of the Supreme Court in the 
McLean case by Mr. Justice Douglas, who in a dissenting opinion . . 
expressed his opinion that ‘‘the concept of the ‘public interest’ as used 

“In section 5 also embraces the antitrust laws.’’ On the other hand, in 
the majority opinion the court . . . found it necessary to discuss and 
dispose of the contention that because the merger in question would 
be in violation of the Sherman act the’'Commission did not have power 
to approve it. 


The majority and the minority of the court agreed that the national 
transportation policy was a guide to the Commission in determining 
whether the proposed consolidation of motor carriers was ‘‘consistent 
with the public interest,’’ but split widely on the question of the extent 
to which the antitrust laws should be a guide. It is fair to assume that 
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differences between the majority and minority in this respect may hay 
been due to the failure of the act to make it clear that, to quote in 
the majority opinion: ‘“The wisdom and experience of that Comms. 
sion,”’ not of the courts, must determine whether the proposed gp, 
solidation is ‘‘consistent with the public interest.’’ 

The committee does not consider it advisable to use in this bit thy 
language which was the subject of so much dispute in the McLean case 
even though the result of the decision is substantially in accordance with 
the policy expressed by the standard in the bill. 

The committee thinks it better to use language under which jt 
made clear that the question as to whether or not an agreement is ty 
be approved involves the accommodation and comparative evaluation by 
the Commission of two policies, the one, the national transportatio, 
policy, the other, the antitrust laws. , 

Under the standard in the bill Congress entrusts to the Commission 
the task of applying to particular cases the general formula which 
Congress finds is determinative of the public interest, and direets the 
Commission to determine whether the advantages to the public interes 
through furtherance of the national transportation policy, are Such as 
to outweigh the disadvantages to the public interest intended to be 
guarded against by the antitrust laws. 


Separate Provisions of Bill 


In discussion and explanation of separate provisions of th 
bill, the committee said that paragraphs (3), (4) and (5) of th 
proposed new section 5a specified several types of agreements 
that the Commission would not have authority to approve under 
section 5a. It said it should be noted, in the case of any agree. 
ment as to which approval of the Commission was asked, that 
if the Commission made findings required by paragraph (3), 
(4) and (5) and approved the agreement, then (if there wa 
evidence to support these findings and they were not plainly 
arbitrary and unreasonable) a proceeding under the antitrys 
laws could not be maintained on the ground that the agreement 
as a matter of law was one the approval of which was pro. 
hibited by paragraph (3), (4) or (5). 

With respect to provisions of paragraph (6) of the bill 
authorizing investigation and determination by the Commission 
of lawfulness of any agreement previously approved by it, the 
committee said that provisions of this paragraph were neces. 
sary “in order to correct situations which may develop through 
the operation of agreements in the ways which were not for. 
seen at the time of the original grant of approval.” It observed 
that paragraph (7) provided for hearings for interested par- 
ties. It stated that paragraph (8) gave relief from antitrust 
law operation with respect to agreements approved by the Con- 
mission and the carrying out of such agreements in conformity 
with terms and conditions prescribed by the Commission. Para 
graph (9), it said, made it clear that, “while approval of an 
agreement will result in antitrust law relief, the interstate 
commerce act and other applicable provisions of law will k 
fully operative with respect to action taken or failures to act 
in connection with the carrying out of agreements which are 
approved by the Commission under the section.” 


Bombs and Panama Canal Project 


Acting on a recommendation by Secretary Patterson, of 
the War Department, in a letter containing the statement that 
“increases in the size and effectiveness of conventional bombs 
and the development of atomic bombs have greatly increas 
the vulnerability of a lock canal,” the House merchant marine 
committee has favorably reported H. R. 4480, authorizing # 
investigation of means of increasing the capacity and security 
of the Panama Canal. ol 

“The purpose of the bill,” said the committee in its report 
“is to authorize the Governor of the Panama Canal to 
an over-all review of the problem of increasing the capacity and 
the security of the Panama Canal in the light of the develor 
ments in the military and physical sciences since the authoriz 
tion of the third locks project by Congress in 1939.” 


The committee observed that Congress, “by the ace 
August 11, 1939,” had authorized immediate construction 0 
third set of locks in the general vicinity of the existing . 
locks, but one-fourth to one-half a mile away from them. 
said the chambers of the new locks were to be 140 feet Wi 
and 1,200 feet long, as compared with the 110-foot wi k 
and 1,000-foot length of the existing locks. It said that os 
had been started on this project in July, 1940, and had fot 
prosecuted for two years intensively on a schedule calling 
completion by the end of 1945. The project had been m ‘et 
in May, 1942, on direction of the Secretary of War, and i> 
the modified program there had been some excavation ane * 
struction, but no work had been done on the new locks that 
tures, the committee added. It stated that certain og - 
had been considered as to this project had not taken im 
sideration the advent of atomic bombing. : ‘< time” 

“The broader and more important question at bry > 
it continued, “is whether the third locks project should 
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ted, either as originally designed or with modifications to 
pn rove it for navigation and increase its security against bomb- 
“¢ or whether it should be more drastically modified for in- 
‘ation into a new project for converting the Panama Canal 
8 sea-level canal. Your committee believes, therefore, that 
oc should now be an over-all review of the problem in the 
light of developments in the military and physical sciences since 
the adoption of the third locks project in 1939. . . The study 
d be made now in order that a sound decision may be 
reached by the Congress and additional facilities provided... 


pefore the capacity of the present locks is taxed by the growth 
of commercial traffic. . .” 


Government Reorganizaiton 


In the course of debate on S. 1120, the government reor- 

ation bill reported by the Senate judiciary committee, the 
Senate adopted by a vote of 30 to 25 an amendment offered by 
Senator Radcliffe, of Maryland, on behalf of himself and Sen- 
ator Eastland, of Mississippi, to add the Maritime Commissoin 
to the list of government agencies that would be exempted 
from the reorganization provisions of the bill. Already included 
in that list were the Interstate Commerce Commission, the 
National Mediation Board, the National Railroad Adjustment 
Board, the Railroad Retirement Board and the army corps of 


Wester Radcliffe said that the underlying reason for the 
exemption of the board and commissions named in the bill was 
the fact that they had regulatory and quasi-judicial powers “to 
avery considerable extent.” He added that “that characteristic 
certainly pertains to the Maritime Commission.” Senator Over- 
ton, of Louisiana, declared that the Maritime Commission not 
only exercised regulatory powers, but also engaged in the con- 
struction of vessels for the merchant marine and had charge 
of “the transfer of vessels which it is necessary to dispose of 
when we have surplus vessels.” Senator Eastland averred that 
if the commission were placed in an executive department “we 
make the commission subject to the temporary policies of such 
department, we destroy the permanent merchant-marine pol- 
ities which are laid down in the law.” 

posing the Radcliffe-Eastland amendment, Senator Mur- 
dock, of Utah, said he believed the President could be trusted 
not to do’ anything that would destroy the Maritime Commission 
or interfere with it, and that exemption of “another agency” 
would invite requests by other senators for exemption of “their 
pet agencies.” Senator Hatch, of New Mexico, agreed with that 
view and said that every argument that had been made in the 
Senate for exemption of the Maritime Commission could be 
made in behalf of “practically every other department, bureau 
or agency of the government.” 

After the vote on the Radcliffe-Eastland amendment had 
been recorded, Senator Tydings, of Maryland, expressed dis- 
pleasure over the exemption of quasi-judicial agencies, taking 
the position that such action was contrary to the federal gov- 
ernment economy program which some senators had advocated. 
He said that “there should not be one exemption in this bill” 
and that the President would not confront Congress with a 
proposal to eliminate an agency that the Congress had created 
and did not want to strike down. In the war period, he de- 
clared, dozens and dozens of bureaus had been set up on top 
of other bureaus, until there was no such thing as intrastate 
commerce left in the country. 

_ , I defy any member of the Senate to name one item which 
is intrastate commerce, as distinguished from interstate com- 
merce,” said Senator Tydings. “The whole functions of our 
states, our counties, our cities and our communities are gradu- 
ally being destroyed by this thing we have in Washington. Yet 
exemption has been made of certain so-called quasi-judicial 

tions... . Is there one agency, one bureau, one department 
which does not exercise quasi-judicial functions in this republic? 
That is merely camouflage and buncombe, and every senator 

Ws it in his heart... .” 

Senator Taft, of Ohio, said he voted for exemption of the 

ritime Commission and that he did so because under another 
amendment that the Senate had adopted the President could 
submit a reorganization plan providing for, among other things, 
— of the Maritime Commission to the Secretary of Com- 

“Mr. Wallace (the Secretary of Commerce) is opposed to 
amerchant marine for the United States,” Senator Taft added. 
“He thinks that is something we have to subsidize, and that we 
should not try to get into that field. The only way I could 
Protect the merchant marine of the United States against such 
4 reorganization plan, with the Byrd amendment in the bill, 
vot Tn to exempt the Maritime Commission from the pro- 

n. — a 


Senate Passes Amended Bill 


ae Senate passed the bill Nov. 19, as amended. It re- 
ed an amendment eliminating all exemptions from the 
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bill. The Senate substituted the provisions of its bill for those 
of H. R. 4129, the House bill, and then passed H. R. 4129 to 
facilitate consideration of the two measures in conference be- 
tween the House and the Senate. 


Administrative Procedure 


“The legitimate needs of the Interstate Commerce Com- 
mission . . . have been fully considered but it has not been 
placed in a favored position by exemption from the bill,” said 
the Senate judiciary committee in favorably reporting to the 
Senate S. 7, “a bill to improve the administration of justice 
by prescribing fair administrative procedure.” Originally in- 
troduced Jan. 6 by Senator McCarran, of Nevada, chairman 
of the committee, the bill was rewritten by the committee. 

The committee made its statement about not exempting 
the Commission from the bill after stating it would be “folly 
to assume to distinguish between ‘good’ agencies and others, 
and no such distinction is made in the bill.” 

“The bill is designed to afford parties affected by admin- 
istrative powers a means of knowing what their rights are and 
fiow they may be protected,” said the committee. “By the 
same token, administrators are provided with a simple course 
to follow in making administrative determinations The jurisdic- 
tion of the courts is clearly stated. The bill thus provides for 
public information, administrative operation, and judicial review. 


“What the bill does in substance may be summarized under 
four headings: 


“1. It provides that agencies must issue as rules certain 
specified information as to their organization and procedure, and 
also make available other materials of administrative law. 

“2. It states the essentials of the several forms of adminis- 
trative proceedings and the limitations on administrative powers. 

“3. It provides in more detail the requirements for adminis- 
trative hearings and decisions in cases in which statutes re- 
quire such hearings. 

“4, It sets forth a simplified statement of judicial review 
designed to afford a remedy for every legal wrong.” 


Lawyer and Nonlawyer Practitioners 


In section 6 of the bill, dealing with appearances before 
agencies, it is stated that nothing in subsection (a) “is to be 
taken as recognizing or denying the propriety of nonlawyers 
representing parties.” The committee in its report said the 
reference was to such nonlawyers as “practitioners before the 
Interstate Commerce Commission.” 


“While the subsection does not deal with the matter ex- 
pressly,” continued the committee, “the committee does not be- 
lieve that agencies are justified in laying burdensome admission 
requirements upon members of the bar in good standing before 
the courts. The right of agencies to pass upon the qualifica- 
tions of nonlawyers, however, is expressly recognized and pre- 
served in the subsection.” 


Independent Examiners 


Section 11 of the bill is described by the committee as hav- 
ing the purpose “to render examiners independent and secure 
in their tenure and compensation.” Under this section the Inter- 
state Commerce Commission, for example, would appoint its 
examiners but they would be removable only for good cause de- 
termined by the Civil Service Commission after opportunity for 
hearing and upon the record thereof. The examiners would-re- 
ceive compensation prescribed by the Civil Service Commission 
independently of agency recommendations or ratings. One 
agency might, with the consent of another and on selection by 
the Civil Service Commission, borrow examiners from another. 

“That examiners be ‘qualified and competent’ requires the 
Civil Service Commission to fix appropriate qualifications and 
the agencies to seek fit persons,” said the committee. “In view 
of the tenure and compensation requirements of the section, 
designed to make examiners largely independent, self-interest 
and due concern for the proper performance of public functions 
will inevitably move agencies to secure the highest type of 
examiners.” 


The committee pointed out that the section took a “dif- 
ferent ground than the present situation, in which examiners 
are mere employes of an agency, and other proposals for a 
completely separate ‘examiners’ pool,’ from which agencies 
might draw for hearing officers.” 

Another protection for the examiner is a provision in th 
bill examiners be assigned to cases in rotation so far as prac- 
ticable and not be required to perform inconsistent duties. 
This would prevent an agency from disfavoring an examiner 
by rendering him inactive, said the committee. 

The Civil Service Commission, with respect to compensation 
of examiners, said the committee, could shift examiners to su- 
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perior classifications or higher grades as their experience and 
duties might require. , 


Petroleum Transportation 


Oil industry executives comprising a subcommittee on pipe- 
lines of the Petroleum Industry Committee on Post-War Dis- 
posal of Pipelines, Refineries and Tankers have recommended, 
in testimony before the Senate’s special committee investigating 
petroleum resources, that the “Big Inch” and “Little Big Inch” 
pipelines built by the federal government in the war period be 
retained, because of their military value, and not scrapped; 
that these pipelines be not utilized in the post-war period for 
transportation of crude oil or refined products either to the 
east coast or to the interior, but that, under certain conditions, 
conversion of the lines to transportation of natural gas might be 
feasible. 

The pipeline subcommittee members proposed that, in the 
event the “Big Inch” lines were not converted to natural gas 
service, they be removed from use, by direction of Congress, 
and held as a military asset. 

In the case of four other small oil pipelines, all of which 
were owned by the government, having been built as parts of 
the wartime emergency pipeline program, the petroleum indus- 
try executives advised the Senate committee that these units 
had fulfilled the purpose for which they were built, that these 
lines could not compete with cheaper forms of transportation 
in the post-war period, and that the lines should be sold for 
salvage value. 


Disposition of Oil Barges 


With respect to towboats, tugs and barges owned by the 
Defense Plant Corporation and used in the war period for oil 
transportation, the subcommittee members stated that these 
carriers, except wooden and composite barges, served well to 
meet requirements of the transportation of petroleum and its 
products in the war emergency and might well serve a useful 
peacetime purpose. They recommended that the government 
attempt to sell this equipment as soon as practicable to private, 
contract or common carriers at prices that would take into ac- 
count excess costs of wartime construction as compared with 
post-war construction costs, depreciation of equipment, type 
and adaptability of equipment from an engineering, economic 
and practical operating standpoint, and the availability of new 
equipment. 

They recommended that tank trucks be sold to present car- 
riers on their D. P. C. contracts, but added that, if the present 
motor carriers of petroleum products were not interested in 
purchasing, the government should offer the equipment for pub- 
lic sale at a properly appraised value to the highest bidder. 

Pipeline subcommittee members who appeared before the 
Senate petroleum resources committee were: B. I. Graves, vice 
president, Tide Water Associated Oil Co., chairman; Fayette B. 
Dow, National Petroleum Association; Paul G. Glazer, chairman 
of the board of directors, Ashland Oil and Refining Co.; T. E. 
Swigart, president, Shell Pipe Line Co.; J. A. Neath, director, 
Humble Oil and Refining Co.; Sidney A. Swensrud, vice pres- 
ident, Standard Oil Co. (Ohio); E. Holley Poe, of E. Holley 
Poe & Associates, and A. L. Christy, Pure Oil Co. 


Surplus Tanker Problems 


B. B. Howard, of the Standard Oil Co. of New Jersey, in 
testimony before the Senate petroleum resources committee, 
urged that the government divest itself of tanker ownership as 
soon as possible, so as not to be in competition with free enter- 
prise. He said that tankers were a major link in the transpor- 
tation system of the petroleum industry and that the industry 
could best continue to serve the nation efficiently if private 
ownership was encouraged. He stated that at the present time 
about 82 per cent of privately owned tankers operated under 
the American flag were owned by oil companies and that the 
other 18 per cent were owned by others, not in the oil business. 
He added that under normal conditions oil companies operated 
their tankers in transportation of their own products, augment- 
ing their fleets by chartering vessels owned by non-oil com- 
panies under long-term freight contracts or periodic charters. 

Mr. Howard said there was a division of opinion among oil 
industry executives on three questions raised in connection with 
the sale of war-built surplus tankers owned by the government: 
(1) The price at which the surplus tankers should be sold; 
(2) whether the government should charter tankers in the post- 
war period, and (3) whether any part of the surplus remaining 
after all demands had been met should be scrapped. 

Divergent viewpoints on these questions were heard by the 
Senate committee in the course of testimony by C. H. Kunze, 
4 the — Oil Co., and T. E. Buchanan, of The 

exas Co. 


Mr. Kunze averred that American citizens should have first 
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opportunity to buy surplus tankers for domestic seryj 
price comparable to pre-war domestic cost of constructi 
the price basis should be made retroactive to cover Prior sales 
of war-built tankers, and that thereby the private owners who 
already owned tankers constructed at pre-war prices would not 
be placed at a competitive disadvantage. He said that any 
maining surplus tankers should be offered to Americans Non- 
citizens and foreign governments for use in foreign com 
only and should be sold at a price sufficiently attractive to avoid 
stimulation of construction of more up-to-date tankers abroad. 
The number of tankers then remaining that should be 
in a reserve for use only in event of another national emer 

he said, should be determined by military authorities. He g, 
posed charter of surplus tankers by the government to eithe 
citizens or non-citizens. 

Mr. Buchanan proposed that surplus tankers be ch 
only to U. S. citizens for the reconversion period but not fo 
more than five years after the cessation of hostilities, Afte 
requirements for American citizens, non-citizens and foreign 
governments had been satisfied, he said, the following program 
— be adopted for disposition of the remaining surplus 
tankers: 


ce, at 4 
On; that 


(1) The Maritime Commission should make every effort to dis 
courage continued operation of over-age (20 years and -over) vessels 
in the commercial trade, and encourage replacement thereof with war. 
built tankers; (2) over-age vessels acquired by the commission, to 
gether with any war-built vessels that, because of severe abuse in wa 
service, were unfit for ordinary service, should be scrapped; (3) the 
then remaining surplus, consisting solely of new type vessels built ip 
the war period, should be placed in a national defense reserve and te 
adequately and properly maintained for use in a military emergency 
should the occasion arise, but in no case should be used in commereia 
operation. 


Transportation and Small Business 


In a “progress report” to his committee, Chairman Murray, 
of the Senate’s special committee to study problems of Amer- 
can small business, said that the transportation subcommittee 
of that group proposed to investigate matters that he described 
as “transportation handicaps against small business,” with a 
view to recommending to Congress prompt and adequate 
remedial measures. Removal of such handicaps, he said, was 
essential for the existence and growth of small, independent 
business of the future and for successful reconversion and reai- 
justment of industry “to meet our post-war needs.” 


He contended in the report, entitled “Maintaining Free 
Competitive Enterprise,” that regulation by commissions created 
by law to maintain fair and nondiscriminatory rates and charges 
had not succeeded in removing discriminations. He said that, 
although secret rebates had been abolished and carriers had 
been required to adhere to published rates, the rate structure 
was still full of “injurious discriminations which have assumed 
the status of law.” He averred that existing conditions in the 
transportation field had made it difficult or impossible for smal 
carriers to enter the transportation business or to maintain 
themselves against large carriers. He maintained that promo 
tion of a national transportation system adequate for the needs 
of commerce and national defense, serving all citizens at the 
lowest possible cost and on terms of equality of treatment, 
was essential for the future marketing operations of 
business. His discussion of transportation matters included the 
following: 


Discriminatory rates are especially injurious to new and small busi- 
ness enterprise. Some main reasons for the persistence of rate dis- 
criminations in the face of congressional efforts to remove them are: 

(1) The acceptance by commissions and courts of the theory that 
rates may lawfully be based on ‘‘what the traffic will bear” or value 
of service,” instead of being related to the cost of performing the 
service; 

(2) The railroads have been allowed to reduce rates on traffic com 
petitive with other carriers and maintain much higher rates on trafic 
which they consider noncompetitive. The effect of this has been to give 
shippers and localities having large volumes of traffic, for which aged 
ous carriers compete, more favorable rates than smaller shippers 4 
areas lacking such large volume of competitive traffic; to 

(3) The legal duty has been imposed upon regulatory authorities 4 
maintain rate levels which will yield the railroads, on the wns 
“fair return.” The effect of this mandate has been to permit railroa' 
to make repeated increases in ‘‘noncompetitive’’ rates, and at the - 
time maintain rates at far lower levels on ‘‘competitive’’ traffic, a 
increasing the discriminations against the shippers and localities 
enjoying ‘‘competitive’’ rates; ith the 

(4) The growth of rail, highway, and water carriers, along jee the 
decline of traffic during the depression of the thirties, intensifi Pra 
competition between the railroads and other types of transporta 
The resulting struggle for business caused still further distortions 
discriminations in the rate structure; 

(5) During the depression, Congress adopted legislation regu 
highway and water carriers, the effect of which has been to rest 
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entry of highway and water carriers into business, limit their routes, 

tions, and traffic, and force increases in their rates to the pat- 
terns and levels of railroad rates. Burdensome laws regulating sizes and 
eights of vehicles, and taxing motor carriers, were adopted by many 
ates. As a result, the operating costs and rate levels of carriers com- 
eting with railroads have gone up and their ability to provide effective 
lief from discriminatory rates have diminished. 

These conditions are gravely injurious to small business in two 
ways: It is difficult or impossible for small carriers to enter the trans- 
portation field or maintain themselves against large carriers. Small 
shippers and localities, especially in areas where traffic is light and 
competition between carriers is not keen, find it difficult or impossible 
19 start or prosper in business against the competition of old, estab- 
lished firms and localities which enjoy lower freight rates. 

The existing freight rate handicaps are so severe that vast areas of 
our country remain partly or wholly undeveloped, underpopulated, and 
ynable to provide sufficient jobs and income, even for the population 
now in the area. Present laws and procedure before the Interstate Com- 
merce Commission and state commissions do not provide an adequate 
remedy for these conditions. Proceedings before these commissions have 
necome highly formalized, technical, slow, expensive, and uncertain. 
The rate structure has become frozen by precedent and there are no 
definite standards of measurement to determine whether rates are 
unlawful. 


Transport Policy Inquiry 


Frederick G. Hamley, general solicitor, National Associa- 
tion of Railroad and Utilities Commissioners, in a statement 
filed with the Lea committee, said that it set forth the views of 
the association on particular transportation matters respect- 
ing which the association had, by resolution, taken a formal 
position in the last two years except the repeal of land-grant 
rates as to which the association had indicated its support. 
Because of the advanced stage of the proposed legislation re- 
pealing the land-grant rates, said he, that subject was not 
discussed in the statement. 

The association was opposed to the recommendation of 
the late Board of Investigation and Research that three new 
permanent federal transportation agencies be created—a fed- 
eral transportation authority, an office of public transporta- 
tion counsel, and a national transportation advisory counsel, 
said he. Creation of such agencies would serve no useful pur- 
pose but only tend to complicate, and render more difficult, the 
heavy task which rested on existing transportation agencies, 
said he. What was said about the proposed creation of the 
three agencies was also applicable to the proposal in S. 556, 
providing for a commission to study and report legislative 
recommendations on a coordinated policy, said he. 

The state commissioners’ association continued Mr. Ham- 
ley, supported the Bulwinkle bill (H. R. 2536) with the amend- 
ments recommended by the Commission, exempting carriers 
~ freight forwarders from the application of the anti-trust 
aws. 


Rail Reorganization Bill 


Mr. Hamley said that the association believed that the 
present bankruptcy procedure was effective and that pending 
legislation to change that procedure would devitalize the pres- 
ent method of reducing capital structures, contrary to the best 
interests of the general public. He referred to H. R. 37, passed 
by the House February 14, 1945. It is caNed the Hobbs bill and 
would, according to Mr. Hamley, amend section 77 of the fed- 
eral bankruptcy act to require the capitalization of a reorgan- 
ed railroad to be not less than that existing on the date of 
approval of the debtor’s petition, but not exceeding either the 
actual investment or the valuation thereof made by the Com- 
mission under section 19a of the interstate commerce act. The 
bill also would limit the authority of the Commission as estab- 
lished in Ecker vs. Western Pac. R. Corp., 318 U. S. 448, and 
Group of Institutional Investors vs. C. M. St. P. & P. R. Co., 318 
U. s. 523, and extend that of the bankruptcy courts, he said. 
a, BY enacting H. R. 37,” he said, “Congress and the nation 
will be Missing a great opportunity. Railroads owning about 
one-fourth of the railroad mileage of the country are now 
rH reorganized. They have come into bankruptcy or remain 
n ankruptcy, despite the efforts of the Interstate Commerce 
fenntsion to keep them alive by rate increases granted from 
- to time. They are the weak sisters financially, among the 
po Toads of the country, because they are burdened with a 

Pitalization which they are not able to carry, when years of 
ee come. If they can now be reorganized upon a sound 
atin it will go far toward giving to the country a dependable 
Fe transportation system. It is an opportunity to make 
whi bite ation system, in a measure, depression proof, 
n it would be a national misfortune to miss.” 


Size and Weight of Motor Vehicles 


., OPPosition to pr ‘lati aad 
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interstate commerce also was expressed in the statement 
which went into this subject in detail. 

Mr. Hamley said the various bills that had been introduced, 
from 1939 to the present time, differed from each other in the 
proposed procedure to be followed but all contemplated and 
provided for an unprecedented departure from-the kind of 
government “we are used to in this country.” 

“These bills were designed not only to break down the 
legislative power of the states, but to take from the states the 
control over their most important public works, the public 
highways, for the construction and maintenance of which the 
states are responsible, and without which their people could 
not live,” said he. “Assuming that Congress has the constitu- 
tional power to pass such legislation, a question which is not 
discussed herein, nothing but the most compelling necessity 
should lead Congress to exercise it.” 


State Motor Carrier Rates 


The association opposed H. R. 3262, under which the Com- 
mission would have authority to deal with intrastate motor 
carrier rates as it does with intrastate railroad rates, under 
section 13 of the interstate commerce act. 

“The power which the Interstate Commerce Commission 
asserts today, respecting railroad rates, by virtue of section 13, 
is very broad,” said he. ‘To extend this power to motor carrier 
traffic, which is predominantly intrastate, would be like letting 
the tail wag the dog. State regulation of motor carriers long 
preceded federal regulation, and federal regulation was pro- 
vided only to handle interstate matters which were beyond 
state control. Motor carriers have grown and thrived under 
this clearly separated dual system of regulation. To give the 
federal agency overriding authority over traffic which is prin- 
cipally local, would be a dangerous experiment in the motor 
carrier field. A multitude of complex local factors dictate what 
intrastate motor carrier rates should be. Federal authorities 
would not be likely to know these factors or to take them into 
account. 

“In the nine years since enactment of the motor carrier 
act, no situation has come to light which would appear to call 
for such a thorough stripping of state jurisdiction. . . . The 
best proof that there is no present situation calling for drastic 
legislation of this character is the fact that there is no general 
complaint from the shippers and receivers of freight, or from 
the general public, and no perceptible demand for congres- 
sional action.” 


Intrastate Air Commerce 


Views of the association opposing proposed legislation de- 
signed “to disable the state from providing economic regula- 
tion of intrastate air commerce” were included in the state- 
ment. Mr. Hamley reviewed pending proposed federal aviation 
legislation in relation to state authority, and asserted that 
full development of local air commerce and its effective super- 
vision in the public interest, required state economic regulation. 


Pooling Rate Increase Proceeds 

The association had long recommended enactment of legis- 
lation that would place “submarginal carriers” in a preferred 
position in general rate increase cases, said Mr. Hamley, add- 
ing that such legislation was now before Congress in the Reed 
bill, S. 336. This bill, he pointed out, would empower the Com- 
mission to require pooling of the proceeds of rate increases 
allowed in general rate cases. 

“The bill aims to remedy a situation which has long de- 
manded a remedy,” said he. “This has been recognized by the 
Interstate Commerce Commission, by the courts, and by the 
Congress; but no remedy has been provided. The need for a 
remedy has been plainly demonstrated. The principal rail car- 
riers of the country are competitors of other rail carriers. Any 
marked increase of rates upon one of these competing roads, 
without a corresponding increase in the rates upon other com- 
peting roads, operates to divert traffic to the road maintaining 
the lowest rates. For that reason it is necessary to maintain a 
parity of rates, to avoid an undue loss of traffic to some roads, 
the continued operation of which is essential to the country.” 

After pointing out that Congress undertook to deal with 
this situation in the recapture clause of the old section 15(a) 
of the interstate commerce act, which was finally repealed in 
1933, Mr. Hamley discussed developments since that time in 
connection with general rate increases and then stated that 
it was the opinion of the association that the Commission 
should not be compelled to choose between denying relief to 
necessitous carriers and granting unneeded revenue increases 
to carriers already receiving a fair return and that the asso- 
ciation accordingly recommended enactment of S. 336. 


Railroad Abandonments 


The association, said Mr. Hamley, favored enactment of 
legislation substantially along the lines of the Reed bill, S. 
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1489, 78th Congress, to establish additional standards and to 
declare the policy of Congress with respect to the abandon- 
ment of railroad lines, with amendments as proposed by state 
commission representatives. 

“The conclusion seems inescapable that, if Congress de- 
sires to preserve our existing railroads to the extent that their 
continued operation will be in the public interest, rather than 
to permit them to be trimmed and pruned and cut down to 
whatever extent railroad managers may think will increase 
their profits, Congress should enact legislation which will dis- 
avow the standard of ‘profit to the railroads’ which the Com- 
mission has developed and now uses as a determining factor,” 
Mr. Hamley said. 

The association believed, he continued, that Congress had 
vested its legislative power respecting the abandonment of 
railroads in the Commission without a sufficient prescription 
of legislative standards to insure protection of the public in- 
terest, and that the result had been unfortunate. 

“A sufficient prescription of legislative standards, in the 
opinion of this association,” said he, “is one which would insure 
that no abandonment will be permitted against the protest of 
shippers unless the facts shown support a finding that con- 
tinued operation will adversely affect the carrier’s ability to 
serve the public, or will operate to impose undue rate burdens 
upon shippers who do not use the line proposed to be aban- 
doned. . . . In each case the test is whether the public interest 
will be harmed by the abandonment or vacation—not whether 
the applicant, seeking to withdraw his property from public 
use, will be benefited thereby. ... In dealing with this matter 
of the abandonment of unprofitable fragments of railroad sys- 
tems, it should be kept in mind that something more is involved 
than the interest of the people living in the territory immedi- 
ately dependent upon such fragments. If all of these unprofit- 
able fragments should be abandoned, the aggregate area left 
without railroad facilities would be very large.” 


N. C. Traffic Leagues’ Views 


“The statement ‘that we have no national transportation 
policy’ is only rarely heard; it usually is from a single source; 
and is never accompanied by persuasive reasoning in support of 
the immoderate statement,” the North Carolina Traffic League 
replied to Representative Lea, chairman of the House inter- 
state and foreign commerce committee, which is conducting a 
national transportation inquiry by means of a questionnaire. 
“If the statement now appearing in the preamble of the trans- 
portation act is not stated in language as comprehensive as 
could be employed, we think that your committee is perfectly 
capable of making such improvement as may be requisite. The 
statement of a transportation policy is merely the statement 
of a goal,” the league answered. 

The N.C.T.L., through its traffic secretary and treasurer, 
W. S. Creighton, at Charlotte, described itself as a North Caro- 
lina corporation, composed of shippers or receivers of freight 
or express, or traffic representatives of a shipper or receiver, 
or representatives of duly organized chambers of commerce, 
boards of trade, transportation bureaus or commercial organ- 
izations or any organization, corporation, association, firm or 
individual, except railroads and express companies, motor and 
water carriers, and freight forwarders.” 


Principal recommendations proposed by the league follow: 


1. Regulation of all transportation should be lodged in a single 
interstate transportation commission, of which the Interstate Commerce 
Commission should serve as a nucleus, and such new commission ought 
to have re-assigned to it all functions of transportation administration 
now lodged in numerous other federal agencies such as Civil Aero- 
nautics, Public Roads, etc. To the extent that the regulatory statutes 
administered by the Commission provide for the regulation of the 
practices of the regulated transportation companies, the anti-trust 
laws should not apply. 

2. The federal government no longer should be an advocate, a 
proponent, or a promotor of the activities of any type of common 
carrier. ; 

3. Differentials in rates as between different types of carriers 
should not be required by statute. 

4. Coordination of the means of transportation is in the public 
interest and the regulating authority should be vested with the power 
to require the establishment of through routes and joint rates as be- 
tween the various modes of transportation agencies. 

5. The league opposes the fitting of public transportation into a 
“limited’’ number of competitive transportation systems. If there 
should be compelled consolidations they should be along national lines 
rather than regional. 

6. Congress should act to the end that there shall be no barriers 
to interstate commerce except those dictated by the need for public 
safety. The league considers to be unjust bavzriers to interstate’ com- 
merce the following: rail full crew laws and train length limit laws; 
motor carrier size, weight and load limit laws of the respective states 
where the maximum limits cannot be justified as a matter of public 
safety nor by engineering standards; and the lack of reciprocity be- 
tween states in the matter of licensing motor vehicles. 

7. Shippers should work closely with rail carriers to perfect 
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thrcugh merchandise package car schedules that would eliminate 
necessary transfers of freight en route. bad 

8. Common carriers should publish, distribute, and use Extensive, 
less carload and less truckload merchandise schedules showing deper 
tures and arrivals, routes, rates and other useful informatino, ; 

9. The law should require one rail carrier to switch for ang 
and from warehouses and industries located on tracks other tha 
tracks, 


ther ty 
D tean 


Insolvent Railroad Inquiry 


Chairman Wheeler, of the Senate interstate Commerc 
committee, for himself and Senator Reed, of Kansas, has jp. 
troduced S. Res. 192, calling for investigation and report 
the committee with respect to the handling of railroads j, 
receivership or trusteeship. 

In a recent hearing on S. 1253, the rail securities adjust. 
ment bill, Senator Wheeler said he thought it was up to (jy. 
gress to investigate railroad receiverships and trusteeships 
(see Traffic World, Nov. 3, p. 1088). : 

The resolution, in addition to providing that the EXPense 
of the investigation shall not exceed $5,000, says: 


Whereas, as of June 30, 1945, some 76 railroads in the continent 
United States were in the hands of receivers and trustees because » 
insolvency proceedings brought under section 77 of the bankruptcy act 
or through equity court procedure; and ; 

Whereas, the mileage of these railroads is approximately 50,9) 
and the investment in road and equipment exceeds four billion dollars 
and 


Whereas, some of these roads entered bankruptcy in 1933, mor 
than 12 years ago; and 

Whereas, according to the best information available, court pro 
ceedings involving some very important railroads are in such a conj. 
tion that it is difficult if not impossible to approximate the time whe 
reorganization will be completed and normal operation of the road 
be resumed; and 

Whereas, the earnings of these roads in recent years have beer 
sufficient to accumulate large cash amounts, and have placed such 
roads in an apparently solvent position; and 

Whereas, the continued holding of roads that have become solvent 
in trustee or receiver operation as insolvent roads, is contrary t 


the general public interest and contrary to sound public policy; there 
fore be it 

Resolved, That the committee on interstate commerce of the Senate 
is authorized and directed either as a committee, or through a dul 
constituted subcommittee, to make an investigation of the conditions 
surrounding the operation and handling of said railroads by trustees 
and receivers through the period of receivership or trusteeship; to 
inquire into the causes for the long drawn out period of insolvency 
handling; to investigate the fees paid trustees, receivers, counsel bank- 
ers or bank syndicates, and any and all matters relating thereto. The 
committee is directed to report in the Senate as early as practicable 
with such recommendations as to changes in existing law as may be 
found desirable to bring roads now insolvent back into solvent oper 
tion, and to avoid these long periods of trustee and receiver handling 


for the future. 

The investigation proposed by Representative Reed would 
be made by the House judiciary committee under the terms of 
a resolution, H. R. 403, introduced by him, which has been 
referred to the House committee on rules. 

At Representative Reed’s office it was stated that the pur 
pose of the resolution was to obtain information as to whether 
or not a few insurance companies were obtaining control of 
railroads in reorganization. Charges had been made, it was 
said, that in all reorganizations a majority of the voting stock 
went to insurance companies and that in some reorganizations 
the control by those companies had been increased to 100 pet 
cent through the placing of the stock in voting trusts with 
three to five voting trustees acting for periods of three to five 
years. The question of acquisition of control of reorgan 
railroads by ten or twelve insurance companies, a spokesmal 
for Mr. Reed said, was being investigated by the Department of 
Justice and by the transportation unit of the Qgmmerce De- 
partment’s foreign and domestic commerce bureau. He added 
that the House judiciary committee, under the resolution, would 
cooperate with those agencies in seeking to obtain the facts. 


Court Postponements 


Federal Judge Michael L. Igoe, of Chicago, on Novembe! 
23 had taken no action as yet on Representative Reed’s reques 
to postpone indefinitely all railroad reorganization proceedings 
under his jurisdiction, pending the outcome of an investigation 
by the House judiciary committee of the voting trust provisions 
in railroad organizations. “Nothing will be done until = 
ber 26, when a hearing is scheduled for entry of certain 0 
pertaining to completion of the Milwaukee Road reorgan ae 
tion,” Judge Igoe’s secretary stated. The judge said, ea 
21, he had received both a phone call and telegram from 
resentative Reed. reot 

Should Mr. Reed's request be heeded by Judge Ig0®, Ni, 
ganization proceedings of the Milwaukee, the Rock Islan 4 
the Monon railroad would be affected. The Milwaukee 
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November 24, 1945 


ization is near completion. Creditors of the Rock Island 
Monon are now balloting on respective plans of reorgani- 
mation. Attorneys for the Rock Island said they had had no 
matter of any consequence before Judge Igoe since Mr. Reed 
made his request, and that they did not know what action the 
judge contemplated. 


Rail Securities Adjustment Bill 


Large amounts of money paid to law firms and banks out 
of estates of railroads in trusteeship or receivership, millions of 
dollars of excess profits taxes paid in 1943 and 1944 by each 
of 13 insolvent railroads, and possibilities for reduction of in- 
terest charges on railroad debt through refinancing were mat- 
ters discussed by witnesses before the Senate interstate com- 
merce committee, November 20, as the committee held another 
pearing on S. 1253, the I. C. C.-sponsored bill to facilitate rail- 
road debt readjustment (see Traffic World, Nov. 10, p. 1159). 

The bill would enable a railroad facing financial difficulties 
to reduce interest rates, postpone maturity dates, or otherwise 
revise their debt structures when 75 per cent of the holders of 
its securities or of any class of such securities consent to such 
action and when the Commission grants its approval, thereby 
avoiding much of the expenditure of time and money involved 
in reorganization under section 77 of the bankruptcy act or in 
adjustments under the McLaughlin act, by doing away with 
requirements for approval by a federal court. 

Witnesses at the November 20 hearing were: L. E. Keller, 
of Detroit, Mich., director of research of the Brotherhood of 
Maintenance of Way Employes; Byrl A. Whitney, assistant 
general counsel, Brotherhood of Railroad Trainmen; J. Carter 
Fort, vice president and general counsel, Association of Amer- 
ican Railroads, and J. M. Hood, president, American Short Line 
Railroad Association. 

Messrs. Keller and Whitney favored the bill, but asked 
that it be amended to apply to railroads now in bankruptcy 
courts as well as to those not in bankruptcy. Mr. Fort said the 
bill had the endorsement of the board of directors of the 
A.A. R. and the A. A. R. law committee, of which he was chair- 
man. Mr. Hood likewise expressed approval of S. 1253 ‘“‘sub- 
stantially in its present form.” 


Profits Taxes of “Bankrupt” Roads 

Mr. Keller, in his testimony, called attention to exhibits he 

had prepared, showing, first. amounts of excess profits taxes 
paid bv various insolvent railroads in 1943 and 1944. including 
the following amounts paid in 1944: Alton, $2,875,699: Beau- 
mont, Sour Lake & Western, $3,999,991; Central of Georgia, 
$1.184,640: Chicago, Milwaukee, St. Paul & Pacific, $11,146,146; 
Chicago, Rock Island & Pacific, $30,207,438: Denver & Rio 
Grande Western, $2,376,900; Florida East Coast, $3,912.000; 
International Great Northern, $2.854.457; Missouri Pacific, 
$46,380,000; Seaboard Air Line, $17,500,000: St. Louis, Browns- 
ville & Mexico, $4,493,285; St. Louis-San Francisco, $9,829,000, 
and St. Louis Southwestern, $21,398.441. 
_ The Keller exhibits also showed expenditures of railroads 
In receivership or trusteeship, to date, for attorneys’ fees and 
for banks, including the following: Missouri Pacific, $457,875 
legal fees and $312,120 New York bankers fees and expenses; 
Milwaukee, legal fees and expenses, $477,813 and bankers fees 
and expenses, $81,539; St. Louis-San Francisco, New York legal 
fees and expenses to 1944, $195.454, and New York bankers 
fees and expenses to 1944, $239.181: Rock Island. New York 
law firms’ fees and expenses to October 31, 1943, $476.492, and 
New York bankers fees and expenses to October 31, 1943, 
$173,007, 

“Money spent unnecessarily for fees incident to bankruptcy 
expenses is money that cannot be snent for good wages, regular 
employment, or maintenance and improvement of the railroad 
Plant.” said Mr. Keller. 

_ _ He expressed the view that some of the railroads that were 
in bankruptcy were now solvent and averred that “some of the 
nora being paid out to the big New York law firms incident 
based unnecessary state of bankruptcy could better be spent 
F an improvement in the railroad plant.” Increased amounts 
ccumulated by the railroads in recent years for fixed charges 
not been accumulated through any starvation of the rail- 
toad plant, he said. On the contrary, he maintained, the amount 
Spent for maintenance of equipment had also increased in the 
years that the money available for fixed charges had 
age To illustrate this point, he cited data with respect 
- ~bggg Louis Southwestern, the New Haven, and the Mil- 
om and added that, “taken as a whole, it is difficult to 
of oye yourself that a lot of these railroads now in the hands 
€ sheriff are actually bankrupt properties.” 


Discussion of “Fat Fees” 


i. Referring to his exhibits on fees paid in reorganization to 


rms and banks, he said that “it appears that about a 
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dozen big New York law firms, and a dozen big New York 
banks are on the inside, receiving these fat fees, as the ‘reor- 
ganization crews’ or specialists in handling reorganizations of 
railroads.” He added, however, that he did not chage that 
py a were exorbitant and that he was not a good judge 
oO at. 

_ .“But what is interesting to us of railroad labor,” he said, 
“is the amount of these bills and the hourly rate. They do not 
give away five minutes of their time—they charge right down 
to the actual minute spent on the job... . 

“For example, in the Missouri Pacific reorganization, the 
Wall Street law firm of Cahill, Gordon, Zachry & Randall 
added 27% hours for time spent in preparing their bill of 453 
hours; the Wall Street firm of Oliver & Donally added in 77 
hours for time spent in preparation of their bill to the total of 
115% hours actually spent on reorganization work; the Wall 
Street firm of Root, Clark, Buckner & Ballantine added in 79 
hours and 15 minutes as time spent in preparing their bill for 
916 hours of reorganization work; and a bill for 570 hours of 
work by the Wall Street firm of Chadbourn, Wallace, Parke & 
— included 70 hours for time spent in preparing the 

j tad 

He urged “a more practical and expeditious procedure for 
voluntary reorganization of roads where the roads can be and 
should be reorganized without going into or staying in bank- 
ruptcy.” 

Mr. Whitney said that interest on bonds had been costing 
the railroads an average of half a billion dollas a year, and 
that anything that could be done to reduce such cost was de- 
sirable. He said there were two ways in which that could be 
done; that one way was to reduce the rate of interest, and that 
the other was to pay off some of the bonds altogether and thus 
eliminate the interest payments. If “the financiers” in charge 
of railroad finances would set themselves seriously to the task 
of refunding their bonds to the present basis of interest rates, 
he said, they could reduce their interest charges ‘somewhere 
between 150 million dollars and 200 million dollars a year.” 
Every billion dollars of debt that was paid off by the railroads 
would save them close to 50 million dollars a year in interest 
charges, he observed. The considered bill, he said, would make 
it possible to follow the pocess of reducing interest rates in a 
less expensive manner than was now required. 


Investigation Endorsed 


Mr. Whitney endorsed the resolution (S. Res. 192) intro- 
duced by Senators Wheeler and Reed to investigate the reten- 
tion in bankruptcy courts of railroads that were no longer 
bankrupt. He said that it was obvious that if these roads were 
freed from court control they could reduce their interest charges 
substantially, in view of the lower rates on the money market. 

Though there had been some retirement of railroad bonds 
by court trustees and receivers, he said, this activity had been 
far too limited in its extent and the trustees and receivers had 
not tried to pick for retirement the bonds with the highest in- 
terest rates. He noted that the Commission, in its reports to 
Congress, had stated “with obvious satisfaction” that some of 
the railroads had gone out and bought their bonds on the mar- 
ket or otherwise at much less than face value. He averred 
that railroads in reorganization had a “wonderful opportunity” 
to buy in their securities at low prices, but that “the trustees 
and receivers have done virtually nothing to take advantage of 
the opportunity for the good of the railroad companies them- 
selves.” 

“Therefore, in this important respect, the railroads in the 
hands of the courts have been worse off than the railroads that 
were free from court control,” he added. 


Shipstead on Banker Control 


Senator Shipstead interjected the thought that some rail- 
road bankruptcies were caused by incompetence, in railroad 
matters, of the bankers who had control of those roads. Mr. 
Keller, in his testimony, averred that “a lot of bankruptcy 
grows, not out of incompetent management, but out of exploi- 
tation of which the management is a victim.” 

Senator Wheeler, in the course of discussion, announced 
that he had asked the Commission to furnish information to 
him about railroad finances. 

Senator Shipstead said that the Senate interstate commerce 
committee several years ago had made an extensive examina- 
tion of railroad receiverships; that the investigation had brought 
out practically everything that Mr. Keller had mentioned, but 
that he could see no results in the form of changes of policy by 
the Commission. He said it seemed to him that the key to the 
situation lay in the Commission, by which railroad reorganiza- 
tion plans were approved. Senator Wheeler thought it certain 
that no private corporation other than railroads had reorgani- 
zation expenditures as large as those of the railroads. Senator 
Reed suggested that it would be interesting to compare rail- 
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® Proud of its title as one of the largest lumber pro- 
ducing cities in America, Tacoma ships a tremendous 
tonnage of forest products, some in ocean-going vessels, 
much by Great Northern Railway. 

But handling lumber is only a fraction of Tacoma’s 
waterfront activity. More than 60 steamship lines clear 
cargoes in and out of its deep-water harbor. Ships of 
all seafaring nations dock in Tacoma, the home of 
legendary ““Tugboat Annie.” 

Tacoma’s fine natural harbor is provided with mod- 
ern facilities which include nearly 200 acres of piers, 
extensive warehouses—and Great Northern’s essential 


and dependable rail services. 
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Located on one of the “arms” of Puget Sound, Tacoma has many advan- 
tages which combine to give it high rank among the Pacific Northwest seaports. 
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road expenses for periods before and after the Commission had 
“put a restraining hand” on railroad reorganization activities. 

Mr. Fort, in his testimony, said that S. 1253 would serve 
two useful purposes: (1) a tendency to avoid judicial reor- 
ganization in cases where such procedure was not really neces- 
sary, by making possible reductions in interest rates, etc., and 
(2) a paving of the way for the making of changes in out- 
moded provisions of underlying mortgages, many of which had 
been drawn up “many, many years ago.” Even in cases where 
legal fees in reorganization cases were modest, and in most 
cases they were extremely modest, he said, the fees mounted up 
to large sums because of the “enormous amount” of legal work 
involved, he said. He added that the considered bill offered a 
simple, inexpensive procedure by which bankruptcy proceedings 
could be avoided. 


Constitutionality of Bill 


Asked by Senator Wheeler for an expression of his views 
as to the constitutionality of S. 1253, Mr. Fort said there were 
no very direct authorities on the point, but that there were “a 
good many persuasive authorities.”” He cited a case in which the 
court held that because of the effect of railroad securities on 
railroad operation they constituted a proper subject matter for 
the exercise by Congress of its power over interstate commerce 
and that, accordingly, the Commission could exercise power over 
issuance of railroad securities. 


After commenting that the committee had heard many good 
reasons and many bad ones for enactment of the bill, Mr. Fort 
said that there had been a very great reduction of debt by 
railroads in the war period, by railroads not in receivership, 
and that some railroads had accumulated large amounts of cash 
“in the light of very heavy rehabilitation programs that they 
look forward to.” Various railroads, he said, had had a frighten- 
ing experience with deficits in the past, and had felt it prudent 
in the war period to have a large amount of money to take 
care of work to be done in the years after the war, while there 
was uncertainty as to the effect of competition on their earn- 
ings. He agreed with Senator Reed that the rate of interest 
on railroad securities depended on the earnings of the railroad 
that issued them. In the future, the railroads could avoid ju- 
dicial reorganization and borrow money at cheap interest rates 
only if the public thought that the railroads would receive such 
treatment from Congress and the regulatory bodies that they 
would be able to meet their obligations. Certain bills in Con- 
gress now, he said, had something to do with the railroads’ 
financial future. He mentioned, in particular, the pending legis- 
lation to increase railroad employe benefits. He also made note 
of railroad employe wage increase negotiations now under way 
in Chicago, adding that meeting of the wage demands would 
increase operating expenses of the railroads tremendously. 
Other questions to be considered, he said, were the subsidiza- 
tion of carriers competing with the railroads, after the war, and 
“how soon business will come back.” When there was stability 
of earnings for the railroads, they could get low interest rates, 
he concluded. 


Mr. Hood said that S. 1253 would provide a simple means 
of reducing the cost of servicing railroad debt, and that thereby 
the interest of the public, the railroads and their employes 
would be safeguarded. Senator Wheeler suggested that rail- 
roads would be relieved tremendously by repeal of the excess 
profits tax, in legislation recently enacted. Mr. Hood pointed 
out that the repeal of that tax would not benefit those who had 
no — and said that few short lines had earned excess 
profits. 


Senator Wheeler, announcing a recess of the committee 
subject to his further call as its chairman, said he hoped to 
call another meeting “to try to get this matter finished shortly.” 


Forwarder-Motor Rate Protest 


A protest against passage of S. 797 and H. R. 2764, des- 
cribed as bills “which would authorize freight forwarders to 
make joint rate agreements with motor carriers for the purpose 
of securing lower rates than those accorded to shippers con- 
solidators and others employing the services of the common car- 
riers under like conditions,” has been directed to all members 
of the Congressional committee on interstate commerce by the 
Western Traffic Conference, Pacific coast affiliate of the Na- 
tional Retail Dry Goods Association, through the director of 
its southern division, Everett C. Valdes, Los Angeles, Cal. 


The protest notes that the Commission has recommended 
neither bill should pass, but that section 408 of the interstate 
commerce act should be amended by eliminating therefrom the 
words “and others who employ or utilize the instrumentalities 
or services of such common carriers under like conditions . . . 
if such difference is justified by a difference in the respective 
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conditions under which such instrumentalities or servyicgs 
employed or utilized.” sad 
Both the above bills and the Commission’s proposed 
ment of section 408 “would accord the forwarder lower frei 
rates than those available to other shippers who own the mer. 
chandise to be transported and pay the freight thereon,” thy 
W. T. C. states. “The forwarder is only a jobber of trangyy 
tation service, and this bill would be tantamount to one fo. 
ing a business firm to buy merchandise through a jobber jy, 
stead of direct from the manufacturer.” : 
The W. T. C. recommends that section 408 be amended “ty 
require motor carriers, when publishing assembling and gj. 
tribution rates, that such rates should be made applicable 4, 
freight forwarders and others who employ or utilize the jy, 
strumentalities or services of such common carriers under like 
conditions,” and concludes with the following explanation: 


We on the Pacific Coast are more vitally interested in this matt, 
than shippers in other territories, as there are more shippers an 
shipper associations making up their own cars to the Pacific Coast 
than there are in the eastern or central territories. In making w 
our own cars we are making use of motor carriers and rail carriers 
in exactly the same manner as the freight forwarders, but it ha 
been necessary for us to pay the legally published tariff rates of th 
motor truck common carriers we use as we have not had the privileg 
of using secret motor carrier rates as the forwarders have bee 
using them under the present section 409 which is due to expire jy 
February, 1946. We do not believe the forwarders are as my) 
interested in joint rates as they are in obtaining a preferential rate 
which is not accorded to shippers and shipper associations, 


ST. LAWRENCE WATERWAY 


A statement by “an alleged opponent” of the St. Lawrene 
seaway project to the effect that atomic power would make the 
proposed seaway obsolete in ten years was characterized x 
“silly” and as “a fanciful argument,” in an address in the House 
by Representative Pittenger, of Minnesota. 

“I must congratulate this boy who dug up a new excus 
for opposing the seaway,” said Mr. Pittenger, after observing 
that he had seen the statement in question in his home-town 
papers. “The opponents of the St. Lawrence seaway and power 
project have been hard pressed for some real arguments against 
it. They have sunk to new low levels, if such a thing were pos 
sible, when they dig up this fanciful argument that they must 
give us a word of caution before we waste any money on the 
seaway until we find out about nuclear energy. If their argu- 
ments about atomic power was anything but silly, then they 
would be advocating that the government fill up New York 
Harbor, Boston Harbor, and the harbor at New Orleans, and 
other harbors, because they would be afraid that atomic bombs 
would ruin those great harbors.” 

He said Senator Barkley and others had introduced resolt- 
tions, October 2, to bring about construction of the St. Law 
rence project, but that 48 days had elapsed since then and that 
there was still “nothing new to report.” 


HEAVY LADING RATE CUTS 


The Western Trunk Line Committee has announced a public 
hearing in the Union Station, Chicago, at 10 a. m., December 4 
on a proposal to establish minimum rates 85 per cent of the 
present general exception basis on shipments of canned food 
products, loaded to a minimum of 60,000 pounds, moving from, 
to, and between points in Western Trunk Line Territory, 
alternate with present rates and minimums. 


SMITH ON “SECTIONAL INTEGRATION” 


In a report of an address by C. R. Smith, chairman of the 
board, American Airlines, Inc., before a meeting of the Petro 
leum Institute of America, at page 1218, Traffic World, No- 
vember 17, it was not made clear that the statement that the 
Transportation Association of America proposed “sectional 
integration” was his and not the Traffic World’s. The sententé 
at the beginning of the second paragraph of the report read: 
“Commenting on the proposal of the Transportation Association 
of America for sectional integration. . . .” It should have 
read: “Commenting on what he said was the proposal of the 
Transportation Association for sectional integration. . . - 


LILIENTHAL ON FREIGHT RATES ’ 
That the Commission’s class rate decision laid the basis 
for “eventual full parity” of class rates in all regions 0, nt 
country east of the Rocky Mountains and that “parity of pre 
rates for the south’ would help to open the way for ees 
wages for southern labor, through removal of the “freight > 
handicap” that, in his opinion, had discouraged southern in 
trial development, were views expressed by David E. — re 
chairman of the Tennessee Valley Authority, in an - 4 
produced in the appendix of the Congressional Record Oat 
vember 20 as an extension of remarks of Represem 
Kefauver, of Tennessee. 
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Kerr Steamship Co., Inc., has filed with the Maritime Com- 
mission a petition, supported by American Export Lines, Inc., 
fr reopening of the proceeding in No. 635, in the Matter of 
nited States Gulf-Atlantic and India, Ceylon and Burma Con- 
ference (Agreement No. 7620), so as to permit introduction by 
kerr of exhibits purporting to prove that, contrary to the find- 
ing by the commission in a report in No. 635 that Kerr is not 
acommon carrier by water and therefore not properly a party 
to the agreement sought to be approved, Kerr is, in fact, a 
common carrier by water. 

The petitioner referred to the commission’s statement in its 
report in No. 635 that it was true that an agent acting for an- 
other had been held to be a common carrier, but that in such 
cases there had either been actual physical transportation on 
the part of agent or else a personal undertaking to transport, 
enduring for at least a part of the process of land and water 
transportation, and that Kerr fulfilled neither of those condi- 
tions and so was not a common carrier by water. 

By amendment of an agreement it had entered into October 
31 with Silver Line, Ltd., and Stanley & John Thompson, Ltd., 
and by the adoption of new forms of cargo documents, Kerr 
gid it had brought itself completely within the definition of 
common carrier as laid down in the commission’s report. The 
exhibits that Kerr sought to have introduced on rehearing in 
No, 635 were designated in the petition as a copy of the agree- 
ment with Silver Line and the Thompsons, and new forms of 
dock permit, dock receipt and bill of lading. Under terms of 
the agreement with Silver Line and the Thompsons, Kerr, ac- 
cording to the petition, was required to incorporate into its 
bills of lading an agreement that it, to the same extent as the 
owner of the carrying vessel, undertook the obligations set 
forth in the bill of lading to furnish the transportation involved. 
By virtue of the agreement and the bill of lading, the petition 
continued, “Kerr assumes not only ‘a personal undertaking to 
transport which endures for some portion, at least of the process 
of land or water transportation,’ but an undertaking which will 
endure throughout the process of transportation.” 

“Your petitioner,” said Kerr, “was advised by counsel that, 
under the form of documentation in effect at the time of the 
hearing (on agreement No. 7620), it assumed the obligations of 
the common carrier to its shippers and . . . your petitioner, in 
good faith, believed such to be the case; but . . . upon learning 
from the examiners proposed report that its practice was likely 
not to be approved by the commission, your petitioner began 
fo make arrangements so to change its practice as to bring 
it entirely within the approval of the commission and your 
petitioner now believes that the annexed exhibits accomplish 
that the annexed exhibits accomplish that object; but .. . it 
was obviously impossible at any earlier time to introduce into 
evidence the exhibits which your petitioner now offers.” 


— — 


Complaint on Ship Conference 


a a complaint filed with the Maritime Commission and 
ay as No. 642, Black Diamond Steamship Co. alleges 
F t the Aantwerp Rotterdam North Atlantic Westbound 
i Conference and its members have violated sections 14, 
Bag’ and 17 of the shipping act, 1916, by refusal to admit 
k Diamond Steamship Co. to membership of the conference. 
. Named as defendants were the conference and the follow- 
Ty nembers: Compagnie Maritime Belge (Lloyd Royal) S. A.; 
ykes Bros. Steamship Co., Inc.; N. V. Nederlandsch-Ameri- 
pee he Stoomvaart-Maatschappij (including Red Star Line 
tice); and United States Lines Co. 
The complainant said that the conference existed under 
— No. 7000; that, when operating under the name of 
— Diamond Lines, Inc., it was an original signatory 
manor ccment, and later was recorded as party thereto under 
+ ncmarad of Black Diamond Lines, Inc.; that subsequently com- 
nt sold its vessels, because of war conditions; that on 
Shipping 1945, it was notified of its appointment by the War 
tie Administration as berth agent between U. S. north 
compl coast ports and ports in Belgium and Holland; that the 
syed then sought to gain readmission to the conference, 
~ advised that admittance could be allowed only to a 
Corporation that was established and was operating 





1281 


vessels regularly in the trade; that the complainant was not 
operating regularly in the trade covered by the conference, 
but that the conference had not acted on complainant’s appli- 
cation for reconsideration. By such refusal of the conference 
to act, the complainant said, the complainant had been sub- 
jected to unfair treatment, unjust discrimination, and undue 
prejudice. It asked the commission to command the defendants 
to admit complainant to membership or to withdraw its ap- 
proval to agreement No. 7000. 


Ship Conference Agreements 


The Maritime Commission has announced the filing of a 
new agreement, No. 7549, between the Swedish American Line, 
Swedish American Mexico Line, Transatlantic Steamship Co., 
Ltd., and Moore-McCormack Lines, Inc. (American Scantic 
Line), to be known as the Swedish Lines and Scantic Line 
Agreement. It was described as a temporary agreement to main- 
tain a regular service between the United States and Sweden 
pending the re-establishment of conference arrangements simi- 
lar to those existing in Scandinavia and the Baltic prior to the 
Second World War. Rates under agreement No. 7549 are to be 
in accordance with those of the North Atlantic Baltic Freight 
Conference, No. 7670, of which parties to agreement No. 7549 
are members. 

The commission also announced the filing of a new agree- 
ment and modification, Nos. 7552 and 7552-1, between Silver 
Line Limited, Stanley & John Thompson Limited, and Kerr 
Steamship Co., Inc., No. 7552, according to the commission, pro- 
vides that Kerr shall act as loading brokers for Silver Line in 
trades covered by the agreement. No. 7552-1 it said, provided 
for the handling of dock permits and receipts, and bills of lading. 





SHIPPING AGREEMENTS 


The Maritime Commission announces the filing for approval 
of agreement No. 7790, providing for the association of the par- 
ties in a conference to be known as the Pacific Westbound Con- 
ference. 

Parties to the agreement were listed as: American Mail 
Line, Ltd.; American President Lines, Ltd.; Blue Funnel Line; 
Canadian Pacific Steamships, Ltd.; De La Rama Steamship Co.; 
Inc., and Swedish East Asiatic Co., Ltd.; East Asiatic Co., Inc.; 
Java Pacific Line, Kerr Steamship Co., Inc.; A. F. Klaveness 
& Co. A/S; Madrigal & Co.; Pacific Mail Steamship Co.; Salen 
Line, Rederi A/B Pulp, owners; States Steamship Co. 

The agreement, said the commission, was for the purpose 
of establishing and maintaining agreed rates, charges and prac- 
tices in connection with the transportation of cargo from U. S. 
and Canada Pacific Coast ports to Japan, Kore, Formosa, Si- 
beria, Manchuria, China, Hongkong, Indo-China and the Phil- 
lipine Islands. It said the agreement permitted the equalization 
of costs from point of origin to ship’s tackle at loading ports 
and confined membership with full voting rights to carriers 
whose services commenced at Pacific Coast Ports. 

The commission said the agreement had been filed to super- 
sede and cancel conference agreement No. 57, the presently ef- 
fective agreement of this conference, originally approved June 
26, 1923. 


MERCHANT MARINE OFFICER TRAINING 


Data compiled recently by the War Shipping Administration 
showed that since establishment in 1938 of the U. S. Merchant 
Marine Cadet Academy at Kings Point, Long Island, N. Y., a 
total of 7,038 officers had been graduated from the academy, 
according to a statement inserted in the Congressional Record 
by Representative Canfield, of New Jersey. He said that an 
academy register prepared by the W. S. A. showed that 92.6 
per cent of the total number of graduates were serving as of- 
ficers on ships; that 2.4 per cent were on shore duty, and that 
1.1 per cent were casualties. He noted further that, according to 
the register, 60 per cent of those who were officers on ships 
were attached to merchant vessels, 24.6 per cent were attached 
to naval vessels, and 8 per cent were at officers’ upgrade schools 
and on leave from ships. 


MARINE CADETS IN SERVICE 


The War Shipping Administration announces that 92 per 
cent of the 7,000 graduates of the U. S. Merchant Marine Cadet 
Corps and its academy at Kings Point are serving as officers 
of ships. 

Captain Edward Macauley, U. S. N. (Retired) deputy ad- 
ministrator of the W. S. A., announced that more than 1,700 
graduates were on active sea duty as officers with the navy, 
an dthat 4,800 were attached to merchant vessels, while less 
than 2% per cent of the graduates were on shore duty, attached 
to W. S. A. training and foreign service units. He said 1 1/10 
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per cent of the graduates had been lost or missing in action, 
were prisoners of war or physically disabled as a result of 
the war. 

The announcement said 7,083 officers had been graduated 
since the corps was established in 1938; that information avail- 
able on 6,800 graduates showed 6,550 at sea, 170 ashore, and 
80 war casualties. It said the corps could account for 96 per 
cent of all its graduates. It said 98 graduates were now ships’ 
masters and 77 chief engineers, and that, of the 1,700 on active 
duty with the navy, 61 held the rank of lieutenant commander 
or higher. An additional 150 cadet-midshipmen, it said, lost 
their lives or were missing in action before graduation. 


Use of U. S. Ships by British 


Representative Weichel, of Ohio, speaking in the House, 
charged that “the British,” although they had received more 
than $1,000,000 a trip for the return of American soldiers from 
Europe on the British “Queen” luxury liners (the Queen Eliza- 
beth and the Queen Mary), had returned these ships to com- 
mercial passenger trades, ‘forgetting the men who saved them,” 
and were now in the United States “trying to secure 1,500 
ships for charter to rebuild their world trade and recoup their 
own losses, all at the expense of America.” 

“All during the war and as fast as our ships came from 
the yards, the British were given the ships for operation,” said 
Mr. Weichel. ‘The Maritime Commission has refused to tell 
how many American ships the British have in their possession, 
and what they paid for the use of such ships. The Maritime 
Commission did not deny that the charter hire was nominal, 
and that we were obliged to pay for transporting our fighting 
men on our own ships... . The fathers and mothers of Ameri- 
can boys are entitled to know why ... the British and other 
countries are using their own ships to reap the profit of trans- 
Atlantic trade, rather than cooperate and bring back American 
boys who fought to preserve their very empire. The British re- 
fuse this even though they have received more than a million 
dollars a trip of the American taxpayers’ money, while at the 
same time using American ships without cost . . . I ask that 
a special investigati~n be held, that public hearings be had be- 
fore the committee un merchant marine and fisheries, whereby 
the State Department, the Maritime Commission, the War Ship- 
ping Administration, the army and the navy be all called for 
information and examination as to what has become of Ameri- 
can ships and why American ships remain in the hands of the 
British and other countries while our boys are rotting over- 
sons...” 

Representative Weichel introduced H. R. 4760, requiring 
that the President, the State Department, the Maritime Com- 
mission and the War Shipping Administration “immediately 
secure our ships from foreign nations and have them used for 
the returning of our overseas armed forces to the United 
States.” A preamble of the bill contained the statement that 
“foreign nations have more than 600 ships owned by the United 
States government.” 


Ship Operation by Alaska R. R. 


Delagate Bartlett, of Alaska, has introduced H. R. 4731, 
a bill to give the government-owned Alaska Railroad authority 
to operate steamships in the Alaska trade. Speaking in the 
House as he introduced the bill, Mr. Bartlett said that “by and 
large” he was not in favor of extending government operations 
to a field previously and traditionally served by private capital, 
but that in this case it seemed not only desirable but highly 
essential. 

“Perhaps nowhere else in the world were marine rates so 
high as in Alaska before the war,” he said. “With the advent 
of war surcharges were placed in effect which in some cases 
were as high as 45 per cent. Now we are told that these rates 
are not high enough to permit profitable operation and _ that 
another boost must be made. I am informed that available 
figures may indicate the need for a general rate structure 80 to 
100 per cent above that which prevailed before the war. If 
these increases are allowed, or if any increases at all are al- 
lowed, the result will be economic death for Alaska.” 


He said figures had been made available to him indicating 
that the ton-mile rate for automobiles from Seattle, Wash., 
to Seward, Alaska, was seventeen and sixty-three hundredths 
times as much as the ton-mile rate from San Francisco, Calif., 
to Honolulu, “although it is several hundred miles farther to 
Honolulu.” 

“We must either have government operation or a govern- 
ment subsidy,” he said. “We are not asking too much in asking 
for one or the other.” 
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(District Court, S. D. New York.) Evidence failed to estab- 
lish negligence of operator of dock in ordering loaded barges to 
be taken from dock, so as to impose liability on operator of 
dock for damages to barge while 1t was being moved and re- 
sulting loss of cargo. 

Owner of barge, seeking to hold operator of dock liable for 
damage to barge and resultant loss of cargo when attempting 
to move barge from dock by hand on grounu that defect in dock 
caused damage to barge, had burden of proving that such de- 
fect existed and that it caused damage to the barge. 

Evidence failed to show that daiuage to barge and resulting 
loss of cargo when barge was atiempteu to be moved trom dock 
by hand was caused by defect in tne dock, so as to render 
operator of dock liable for Gamuge to barge and for loss of 
cargo. 

Where 1,068 vessels had berthed at a dock during a period 
of more than six years and no ciaim had been made with re- 
spect to any:-of such vessels of anything deiective about the 
dock, such fact was required 10 be considered in determining 
liability of operator of dock tor loss of a barge on ground of a 
defect in the dock. 

Where contract for carriage by a barge was one of private 
carriage, and cargo was lost uue to the sinking of the barge, 
burden was on libelant to establish by a tair prepondcrance of 
the proof the negligence of the carrier. 

Proof that sinking of barge w.tn iesultant loss of cargo was 
caused by negligence of empivye of barge owner, in that barge 
was caused to strike against steel pier wien empioye attempted 
to move barge from dock by hand, authorized owner of cargo 


. to recover from barge owner for toss of cargo. 


Where barge after having been loaded was caused to strike 
hard against steel pier when employe of barge owner attempted 
to move barge from dock by hand, as result of which barge 
sprung a leak and sank with resuitant loss of cargo, barge could 
be held liable for loss of cargo under implied warranty that 
barge was seaworthy. 

Where barge was not seaworthy before voyage commenced, 
proof that barge was seaworthy wnen loaded was not sufficient 
to permit barge owner to escape liability, on his implied war- 
— that barge was seaworthy, for loss of cargo when barge 
sank. 

Where evidence failed to show that original bill of lading 
which was mailed to shipper of cargo subsequent to sinking of 
barge was part of the contract of carriage, bill of lading could 
be regarded only as a receipt for the cargo and its provisions 
would not apply. 

Where barge was being shifted from one dock to another 
by hand when it was damaged by striking hard against steel 
pier, voyage had not yet “commenced,” and hence barge owner 
could not escape liability for loss of cargo under exception 
provision of the Harter Act excusing owner from liability for 
negligent management or navigation during voyage. Harter Act 
Secs. 1-3, 46 U. S. C. A. Secs. 190-192. 

In order for a carrier to take advantage of the exception 
provision of the Harter Act excusing owner of vessel from 
liability for negligent management or navigation during voyage, 
the owner must use due diligence to make the vessel ‘sea- 
worthy,’ which means seaworthiness at the commencement of 
the voyage. Harter Act Secs. 1-3, 46 U. S. C. A. Sees. 190-192. 

A private water carrier may make an agreement exempting 
it from liability for loss or damage to cargo resulting from 
specified perils, if carrier has exercised due diligence in making 
vessel seaworthy and properly manned and supplied. 


Provisions in bill of lading exempting barge owner from 
liability for loss of cargo from specified perils, if otherwise ap- 
plicable, would not exempt from liability barge owner who, 
before voyage commenced, rendered vessel unseaworthy by rea- 
son of negligence of its employe. 

Knowledge of Buffalo agent of barge owner as to barge 
being damaged by striking against steel pier when barge was 
attempted to be moved from dock by hand was chargeable to 
owner and deprived owner of privilege of limitation of liability 
for loss of cargo. 46 U. S. C. A. Secs. 182-186. 


Where. there was implied warranty of seaworthiness which 
was part of personal contract of carriage entered into between 
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cargo owner and barge owner, and barge was-rendered unsea- 
worthy prior to commencement of voyage by carelessness of 
agent of barge owner, barge owner could not have benefit of 
limitation of liability statutes. 46 U. S. C. A. Secs. 182-186. 
(American Agricultural Chemical Co. vs. O’Donnell Transpor- 
tation Co., 62 Fed. Supp. 239.) 


LAKE COAL SUBSIDY 


John C. Collet, Stabilization Administrator, has announced 
that the Reconstruction Finance Corporation has been author- 
ized to subsidize the operation of vessels transporting coal on 
the 7 Lakes after the close of the normal navigation season. 
Said he: 


Extension of the shipping season was necessary because the bitu- 
minous coal work stoppage: in September and October delayed the 
movement of the winter supply for the upper Great Lakes Region. This 
action was taken at the request of the Solid Fuels Administrator for 
War, the Price Administrator and the Office of Defense Transportation 
to assure the upper lake territory an adequate supply of coal for the 
winter. 

The R.F.C. will pay, through subsidy, the difference between the 
rates for the normal shipping season and special rates which will com- 
pensate for winter-time operations. The subsidy is necessary because 
vessels transporting coal cannot in every case carry cargo on the return 
trip. Officials expect approximately two million tons of coal to be 
shipped in the off-season operation, requiring subsidy payments of not 
more than $1,000,000. 

The War Shipping Administration will provide reinsurance as it is 
required after normal insurance expires on November 30 to make pos- 
sible the post-season movements. 


SHIP “SANCTUARY” AT BEAUMONT 

The Maritime Commission has announced the selection of 
Beaumont, Tex., as a site for the reserve fleet storage of sur- 
plus war built merchant ships. 

The commission said it would enter into a contract with the 
Pennsylvania Shipyards, Inc., of Beaumont, for the acquisition 
of land, the preparation of site and facilities and other details. 
The yard has been in operation since 1922, it added. 

' “The shipyard will prepare the ships for the lay-up and 
the contract will cover custody and security of the vessels when 
placed in the inactive fleet,” said the commission. 

“It is anticipated that the site will be used primarily for 
inactive tankers.” 


SHIPYARD SALE 


Plans for the sale or lease of a second war-built, govern- 
ment-owned shipyard, the Hooker’s Point Plant of McCloskey 
& Co., Tampa, Fla., have been announced by the Maritime 
Commission. 

Completely equipped for construction of both steel and 
concrete vessels, the shipyard property offered for sale or 
lease includes land, structures, improvements, facilities, equip- 
ment and material on hand. Prospective purchasers should 
communicate promptly with the commission’s shipyard disposal 
committee, in Washington, the announcement stated. 

The commission previously offered for sale or lease the 
St. Johns River Shipbuilding Company, Jacksonville, Fla. 


PEDRICK ON TRAVEL AGENTS 

A travel.agent, if he is to succeed, must be able to plan and 
to sell a well-balanced trip to meet his client’s wishes, P. B. 
Pedrick, New Orleans, passenger traffic manager for the Mis- 
sissippi Shipping Co.’s Delta Line, told members of the Amer- 
ican Society of Travel Agents, meeting November 16 in New 
York City. Mr. Pedrick commended the society’s “high ethical 
code,” and urged travel agents to exercise youthful vision in 
trying out new ideas. “Travel agents must be versatile if they 
are going to remain in business year after year,” said he. “If 
the agent cannot sell Europe, then he should try to sell South 
America or Hawaii. If he cannot sell steamer service, then 
he should sell air. If he cannot sell foreign service, he should 
sell domestic service or Canada or Mexico.” 


CHANGES IN DOCKETS 


Hearing in MC 47249, Sub. 2, assigned for November 21, at Chi- 
cago, Ill., was. cancelled. 


Hearing in MC 5888, Subs. 4, 5 and 6, assigned for November 23, 
at Chicago, Ill., was cancelled. 


TRANSPORT OF TROOPS TO U. S 

Granville Conway, deputy administrator of the War Ship- 
ping Administration, in testimony before the Senate naval af- 
fairs committee said that 551 merchant ships with a total “troop 
lift” of 584,908 were engaged in the transportation of troops 
from overseas to this country. 

On Atlantic routes, he said, 396 vessels with capacity for 
350,163 troops were in service, and on the Pacific 155 vessels 
with capacity for 234,745 troops were now operating in the de- 
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mobilization program. Comprising the total of ships in these 
services, he said, were 40 large passenger ships, two small pas- 
senger ships, 110 converted large cargo ships, 97 Victory ships, 
and 302 Liberty ships. 





Central Truck W. & I. Bureau 


Shippers’ representatives and railroad officials joined with 
the Central Motor Freight Association in welcoming the es- 
tablishment of the association’s new weighing and inspection 
bureau, at a luncheon November 20 in the Hotel Sherman, 
Chicago, sponsored by the association. Chester Moore, toast- 
master, and chairman of the C. M. F. A. board, anounced the 
opening of the bureau, with John Strickler as manager (see 


- Traffic World, September 15, p. 704). “Though we have begun 


on a modest scale, the response indicates that the growth of the 
bureau will be rapid,” Mr. Moore said. 

Eugene Morris, chairman of the Central Freight Associa- 
tion, presented a detailed description of the functioning of the 
railroads’ Central Inspection and Weighing Bureau, which was 
established in 1889, and extends from Buffalo and Pittsburgh, 
in the east, to Chicago, Peoria, and St. Louis, in the west, 
working jointly with the bureaus in adjoining territory. 

“The bureau has 276 employes, has a general traveling in- 
spector, and seven district managers, at St. Louis, Indianapolis, 
Detroit, Toledo, Cincinnati, Cleveland, and Chicago,” Mr. Mor- 
ris said. “It has weight agreements with 5,800 industries, and 
audits about 2,000,000 cars yearly. The increase in railroad 
revenue greatly exceeds the cost of maintaining the bureau,” 
Mr. Morris said. “Every railroad official feels the inspection 
bureau has entirely justified itself. Shippers too are heartily 
in favor of the bureau, for it saves them much trouble,” said he. 

Arthur Schwietert, traffic director, Chicago Association of 
Commerce, said that the establishment of the C. M. F. A. 
weighing and inspection bureau represented an important for- 
ward step for the motor carrier industry. Such a bureau was 
a necessity for both carriers and shippers, he said. It would 
aid the carriers in complying with the interstate commerce act, 
would help attain a uniformity of tariff interpretation, and 
would save shippers “lots ef headaches,” said he. “I am sure 
you will get complete cooperation from the shippers in this 
territory,” Mr. Schwietert said. 

S. H. Thomas, manager of the railroads’ Central Inspec- 
tion and Weighing Bureau, advised members of the C. M. F. A. 
to give their wholehearted support to the new bureau, and sug- 
gested that the bureau try to hold regular meetings with the 
field staff, a practice which the railroad bureau had found to 
be of considerable value. 

Others who welcomed the new bureau were C. D. Couch, 
district traffic manager, Glidden Co., and C. W. Hester, Ameri- 
can Smelting & Refining Co. 

Mr. Strickler, manager of the C. M. F. A. bureau, said he 
would seek to follow the same policies so successfully pursued 
by the railroad bureau. ‘Our only interest is in seeing that the 
law is observed, and classifications and tariffs properly inter- 
preted,” he said, asking both shippers and carriers to send their 
problems io the bureau. 

In closing the meeting, Mr. Moore stated that the motor 
carrier industry was establishing new weighing and inspection 
bureaus in Indianapolis, St. Louis, and Kansas City, also. 


O. P. A. Motor Vehicle Rates 


A procedure for establishing or adjusting maximum rates 
charged for transporting new or used motor vehicles over the 
highways by the driveaway, truckaway, towaway or similar 
motor carrier methods was announced Nov. 20 by the Office of 
Price Administration. 

Under the procedure, which became effective November 21, 
carrier and shipper may agree on an adjusted rate or a new rate 
that does not exceed the lowest level of rates for the same sim- 
ilar services lawfully charged by other available common or 
contract carriers in the same area, according to the announce- 
ment which continues: 


The rate mutually agreed on must be reported by the carrier to 
the transportation and public utilities division of O.P.A. within 10 days 
of the date of agreement. 

Rates higher than the lowest level of rates for the same or sim- 
ilar services in the same area may be established only if the carrier 
can show substantial financial hardship in its operations under the low- 
est level rate. 

In all cases, rate increases may be made only where the shipper 
furnishes a statement to the effect that the increase in transportation 
costs will not be used as the basis for increasing the ceiling price for 
the automobiles which the shipper sells. 

This action is designed to facilitate adjustment of rates for carriers 
which were in operation before the war halted new passenger car pro- 
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duction in 1942, and speed the establishment of new rates for carriers 
of new and used automobiles who are just beginning business with the 
resumption of new passenger automobile production. 

(Amendment No. 6 to Supplementary Regulation 14—H to the Gen- 
eral Maximum Price Regulation—Maximum Rates of Transporters of 
Motor Vehicles—effiective November 21, 1945.) 


Cc. S. M. F. B. RATE INCREASE PROPOSALS 


In furtherance of the decision of the central committee of 
the Central States Motor Freight Bureau, Inc., to obtain more 
information upon which to judge what rate changes are re- 
quired to bring the operating ratio of member carriers down to 
approximately 93 per cent (see Traffic World, November 17, 
p. 1226), all members of the bureau have received question- 


naires from the standing rate committee, which they have been . 


requested to complete and return not later than December 1. 
The questionnaires seek a tabulation of the total shipments han- 
dled by each carrier during the week of September 10-15, 1945, 
inclusive, moving interstate between points in central terri- 
tory. The number of shipments, the weight, and revenues re- 
ceived, divided into six units of weight per shipments, from 
minimum $1.05 and under) to 10,000 pounds and over, are 
sought. 

An earlier tabulation by the standing rate committee of 
similar information furnished by 11 carriers showed that dur- 
ing that week, the carriers handled 98,001 shipments of which 
96 per cent were in quantities of less than 5,000 pounds, the 
remaining 4 per cent of the total shipments producing 41 per 
cent of the revenue received. 


The information in the questionnaires will be tabulated and 
the totals made available to the CFA-Central Committee at its 
special meeting scheduled for December 10, at the Palmer 
House, Chicago. 


Midwest Truck Drivers’ Contract 


Last-minute agreement has been reached between car- 
riers and the Central States Drivers Council of the A. F. L. 
International Brotherhood of Teamsters, averting a strike 
which would have involved over 15,000 drivers and 3,190 car- 

_ riers in 12 midwest states. Harry E. Chaddick, president of 
Standard Freight Lines, Chicago, and chairman of the car- 
riers’ liaison committee, announced November 19 that agree- 
ment had been reached on nearly all disputed issues, and that 
a new contract would be signed within a day or two, replacing 
the two-year contract which expired November 15. He said 
that carriers had made concessions amounting to a 17 per cent 
wage increase. 

Other details of the settlement were not available. The 
unions had been demanding $1 an hour for “peddle” runs, in- 
creases in the mileage rates, full pay for six hours of free 
time in “turnaround operations,” and prohibition against in- 
dependent truck owners driving their own equipment. 

The walkout of an estimated 10,000 drivers and helpers 
employed by 103 truck lines in eight midwest states, which 
began November 15, continues. The strike brought a halt to 
truck shipments on lines operating in Minnesota, North and 
South Dakota, Iowa, Missouri, Nebraska, Kansas and part of 
Wisconsin. The companies involved are those which, in 1943, 
demanded a “wage differential” of the War Labor Board, on 
grounds that their operations were in more sparcely-settled 
territory. The demand was subsequently rejected, a strike en- 
sued, the companies were seized by the Office of Defense Trans- 
portation, and were not returned to private operation until 
this summer and fall. Ever since 1938, when the first over-the- 
road contract was signed, many of these lines had asked for, 
and sometimes received, wage concessions from the Inter- 
national Brotherhood of Teamsters. This year, empfoyes are 
demanding the same contract as that signed in the central 
states. The old contract expired November 15. 

An official of the International Brotherhood of Teamsters 
announced in Chicago, November 23, that negotiations between 
the union and the Midwest Operators Association, representing 
the 103 truck lines whose employes are on strike, are con- 
tinuing in Omaha. No attempt is being made to operate over- 
the-road in the eight states affected by the walkout. 


Washington, D. C., Transit Strike 


At 3 P. M., November 21, under an executive order of the 
President, the office of Defense Transportation took over the 
facilities of the Capital Transit Co. of Washington, D. C., when 
employes of the company refused to work at the end of a two- 
oe after a 36-hour cessation of service November 6 
an ‘ 

The O.D.T. appointed Guy A. Richardson, director of its 
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highway transport department, as federal manager of the 
properties, which include both street-car and bus facilities. 
Mr. Richardson, under the O.D.T.’s notice and order was in- 
structed to call on the Secretary of War for necessary protec- 
tion, or for equipment and manpower to operate the local transit 
services. 

Immediately after his appointment, Mr. Richardson, ac- 
companied by Homer C. King, deputy director of the O.D.T., 
and C. M. Roddewig, its general counsel, went to a local arena 
where the employes of the company were in continuous session, 
to inform them of the take-over. 

President Truman in announcing the action taken by him 
said that the strike had been called for the second time this 
month in violation of a formal written agreement between the 
union and the employer. He said the present action of the union 
in walking out was contrary to the agreement and to the order 
of the officials of the local union and of the international union. 

“The effect of the strike is to tie up all transportation at 
the seat of government and thereby prevent efficient and normal 
operation of the agencies of government during this vital re- 
conversion period,” said he. “It is a blow at the sanctity of 
labor agreements. It strikes, too, at the very roots of orderly 
government. The action of this union brings discredit upon the 
whole body of organized labor, which naturally decries any 
violation of sacred covenant. 

“The federal government will not permit this kind of 
action to interfere with its processes either in the capital or any 
part of the nation.” 


GREYHOUND BUS STRIKE 


The strike of over 4,000 employes of four Greyhound bus 
systems in Chicago and eastern states, which began November 
1 (see Traffic World, November 3, p. 1104) was in its fourth 
week November 23, with no negotiations scheduled between the 
company and the Amalgamated Association of Street, Electric 
Railway and Motor Coach Employes of America (AFL), and 
no prospects of a settlement. No effort is being made to op- 
erate buses. A meeting between company and union represen- 
tatives was held in Philadelphia, November 13, at which the 
company reiterated its pre-strike offer of an 8 per cent increase, 
with no increase for those employes still working 48 hours 
weekly. The offer was again rejected. According to President 
Callahan of Local 1200, Chicago, the union stands ready to 
resume negotiations, and to submit the issues to arbitration or 
mediation. 

The companies involved are Illinois Greyhound, Central 
Greyhound, Pennsylvania Greyhound, and New England Grey- 
hound. Northland Greyhound is not yet affected, though its 
employes have voted overwhelmingly to strike. However, a 
state labor law in Minnesota prevents a union from striking 
until 30 days after it so votes. Drivers are demanding a raise 
of approximately three-fourths cent a mile, and mechanics are 
— a raise to offset pay losses resulting from a shorter work 
week. 


Oo. P. A. RATE-WAGE RULING 


Contract motor carriers may now seek O. P. A. approval of 
rate increases to meet higher wages without obtaining approval 
of the interested labor unions of the application asking such in- 
creases, under advice received by the Contract Carriers Con- 
ference of the American Trucking Associations. from Robert A. 
a, director of the transportation and utilities division of 

The carriers were advised that the O. P. A. office in han- 
dling adjustment cases would now recognize wage costs result- 
ing from any wage increase which had been approved in ac- 
cordance with the procedures of the National War Labor Board 
or — appropriate agency, in considering rate increase pro- 
posals. 


“BONUS” FOR N. Y. DOCK WORKERS 


Representative O’Toole, of New York, has introduced H. R. 
4667, authorizing the Secretary of the Treasury to pay $2,500,- 
000 “to reimburse all stevedores, checkers, and dock clerks 
employed in the New York Port of Embarkation for any period 
of time between the declaration of the national emergency and 
up until the enactment of this act.” The bill provides that “such 
reimbursement is to provide the difference paid by the New 
York Port of Embarkation and the prevailing rate of wages 
paid for similar work done by stevedores, checkers and dock 
clerks in private enterprise in the port of New York.” 


DODGE TRAINING PROGRAM 


The national program of training retail truck salesmen 
which was in effect before the war has been resumed by Dodge 
Division, Chrysler Corporation, it was announced by L. F. Van 
Nortwick, director of truck sales. The training program will be 
conducted in the various Dodge regions and made available to 
all Dodge dealers and salesmen. 
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Air Express Rates Cut 


The Air Transport Association of America has announced 
that, in a move to increase the shipment of cargo by air, the 
18 domestic airlines have authorized a reduction of 13 per 
cent in express rates to become effective Jan. 1, 1946, over the 
approximately 67,000 miles of routes. It said the reduction was 
initially proposed last July and was subsequently approved 
by all the domestic airlines. It said the lower rates would de- 
crease the present basic charge of 70 cents to 61 2/5 cents 
per ton mile and would lower the coast-to-coast rates from 84 
cents to 73 cents per pound. It said the minimum charge of 
$1 per shipment would continue in effect. It said the new re- 
duced rates would not affect the special commodity express tar- 
iffs already 40 per cent under the basic rate on such items as 
perishable foodstuffs, flowers, and newspapers, and also would 
not affect any of the even lower cargo rates granted by four 
airlines for the transport of bulk shipments of all commodities 
including gas ranges, household goods, perishables, and ma- 
chinery and repair parts. 


Air Certificate Applications 


Applications for air-transportation authority or amend- 
ments to previously granted certificates have been filed with 
the Civil Aeronautics Board as follows: 


No. 2134, Stanley F. Chmiel, Naknek, Alaska, non-scheduled, per- 
sons and property to all points within a radius of 150 miles of Naknek, 
and charter trips between all charter trips between all Alaska points. 

No. 2136, American Airlines, Inc., New York, N. Y., nonstop service 
between Washington, D. C., and Oklahoma City, Okla., Washington— 
Tulsa, Okla., New York—Oklahoma City, New York—Tulsa, Tulsa—Los 
Angeles, Calif., Oklahoma City—Los Angeles, Tulsa—Phoenix, Ariz., 
Tulsa—Tucson, Ariz., Chicago, Ill.—Tulsa, and Chicago—Oklahoma City. 

No. 2137, Capt. Kendall Winton Everson and Capt. John Thomas 
Daugherty, Patuxent, Md., scheduled, persons, property, and mail, be- 
tween Washington, D. C., and Norfolk, Va., via Patuvent River, Md., 
and West Point and Williamsburg, Va. 

No. 2138, Coastal Air Express, Inc., Washington, D. C., scheduled, 
persons, property, and mail (seasonal service, with suspension in winter 
months), by seaplanes over the following proposed routes: Gulf Sea- 
plane Base, New York, N. Y., on the one hand, and, on the other, the 
terminal points Northeast Harbor, Block Island, R. I., Port Jefferson 
Harbor, Port Jefferson, L. I., and Schlossbach Airport, Asbury Park, 
N. J., via specified intermediate points. 

No. 2139, Dartmouth Airways, Hanover, N. H., non-scheduled, per- 
sons and property, between West Lebanon, N. H., and New York, N. Y., 
via Claremont, N. H., Springfield, Vt., and Springfield, Mass., and char- 
ter trips between all points within the continental United States. 

No. 2045, Martin Air Service, Chicken, Alaska, amendment No. 1, 
charter and contract, persons and property, within Alaska; persons and 
property over an irregular route between Eagle, Alaska, and the co- 
terminals Valdez, Cordova, and Anchorage, via specified intermediate 
points. 

No. 1008, Yellow Cab Co. of Cleveland, Inc., Cleveland, O., amend- 
ment No. 1, scheduled, persons, property, and mail, by helicopter, be- 
tween Cleveland Airport and downtown Cleveland; Cleveland Airport 
and Euclid, O., via Shaker Square; and downtown Cleveland and Can- 
ton, O., via Cleveland Airport, Akron, and Stark-Summit Airport. 

No. 1803, Pan American Airways, Inc., New York, N. Y., amend- 
ment No. 2, scheduled, persons, property, and mail (for such time as 
domestic airlines continue to be authorized to engage directly or in- 
directly in overseas or foreign air transportation, Canada excepted): 
(1) Boston, Mass.—Miami, Fla., via New York, N. Y., Philadelphia, Pa., 
and an airport serving the Baltimore, Md.-Washington, D. C., area; (2) 
Boston—New Orleans, La., via same points as in (1); (3) Detroit, Mich. 
—New Orleans; (4) Detroit—Miami; (5) Chicago, Ill.—Miami; (6) Chi- 
cago—New Orleans; (7) New York—Seattle, Wash., via an airport 
serving the Baltimore-Washington area, and Chicago; (8) New York— 
San Francisco, Calif., via same points as in (7); (9) New York—Los 
Angeles, Calif., via same points as in (7); and (10) Los Angeles— 
Seattle, via San Francisco; and nonstop service between any pair of 
points included within the same proposed route. 

No. 2076, Pan American Airways, Inc., New York, N. Y., amend- 
ment No. 1, persons, property, and mail between the United States and 
Europe. Specified modifications. 


DANISH AIR LINES APPLICATION 


Danish Air Lines, Copenhagen, Denmark, which had asked 
the Civil Aeronautics Board for a foreign air-carrier permit 
for transportation of passengers, property, and mail between 
Copenhagen and New York, via various intermediate points, 
has proposed an amendment to its application so that it may 
operate between Copenhagen and New York, or Chicago, or 
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New York and Chicago, according to a report of a prehearing 
conference submitted to the board by C. A. B. Examiner 
F,. A. Law, Jr. 


Pogue Speech on Air Progress 


Extension of the presently authorized airline system of 
60,000 route miles by an additional 500,000 route miles was 
contemplated in almost 900 applications for certificates filed 
with the Civil Aeronautics Board by airlines and prospective 
airline operators, L. Welch Pogue, C. A. B. chairman, said 
in an address to the National Association of Commercial Organ- 
ization Secretaries Conference at Columbus, O., November 19. 

The same applicants, he continued, proposed service to 
more than 4,000 towns and cities in addition to the 400 U. S. 
cities to which service was presently authorized. 

Pointing out that the C. A. B., to facilitate public hearings, 
had divided the country into eleven regions and consolidated 
the applications in each of those regions into a single proceeding, 
Mr. Pogue said hearings had been completed in nine of the 
regions and scheduled for the remaining regions. He said 
the Rocky Mountain, Florida, and West coast cases were 
before the board for decisions. 

A major problem facing the C. A. B. in making progress 
in the extension of air-transportation service throughout the 
nation was costs, said Mr. Pogue. The question was, he said, 
How much government financial support was justified as a 
matter of national policy in extending air transportation service 
to light-traffic communities ? 

“It is the traffic produced—not the size of the town—that 
provides revenue,” continued Mr. Pogue. “If, for example, a 
community of 5,000 population produced let us say only 500 
air passengers a year who made a trip of 360 miles—the aver- 
age length of a journey in 1941—that community would pro- 
duce 180,000 passenger miles or 36 passenger miles per capita. 
This would be nearly 3.5 times the average per capita air 
travel in the United States in 1941. Obviously where, as a 
result of your local activities or otherwise, air travel in the 
volume mentioned can be developed, the extension of air-trans- 
portation service to cities much smaller than to those possessing 
only average air-travel habits would be justified. The same 
principle applies in the case of mail and cargo.” 

The reason it was necessary for the Federal Government 
to be so concerned about the cost rested, he said, in the civil 
aeronautics act of 1938 which, he added, was the basic charter 
for civil aviation in this country. 

Hearings had been held on all of the international area 
proceedings before the board covering 66 applications, said 
Mr. Pogue. 


Most of the domestic non-scheduled services provided pas- 
senger facilities, but many of them were specializing in the 
transportation of freight and express, “a field the surface of 
which has hardly been scratched,” said Mr. Pogue. 

“T wonder how many of our citizens know that air travel 
at 4% cents a mile is no longer a luxury form of transporta- 
tion so far as cost is concerned,” said: Mr. Pogue. 


Surplus Transport Planes 


Reductions of from twenty-five to forty per cent in the pur- 
chase price of surplus C-54 type transport aircraft have been 
announced by the Surplus Property Administration. 


“The new prices make it possible for the transport air- 
lines to acquire an additional 103 four-engine air transports to 
augment present schedules,” said S. P. A. 


No substantial change was made in the existing leasing 
provisions under which 150 C-54’s have already been leased to 
domestic and foreign airlines. 


Under the new prices, W. Stuart Symington, Surplus Prop- 
erty Administrator, said, one of the most desirable models, the 
C-54B, could be purchased for $90,000 as against a purchase 
price of $150,000 under the old arrangement, which took into 
account 50% allowance for the cost of conversion and repairs. 
The new prices are net prices and contain no conversion al- 
lowances. The new prices are as follows: C-54 (Basic) and 
C-54A, $75,000; C-54B and C-54D, $90,000; C-54E and subse- 
quent models, $100,000. 


The disposal agencies are authorized to increase or decrease 
these prices by not more than $10,000 in order to reflect the 
condition of individual airplanes which are in particularly good 
or poor shape. 


The allocation of 56 surplus transports, including 49 four- 
engined Douglas C-54s, was announced. This brings the total 
of surplus two- and four-engined Douglas transports allocated 
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to domestic and foreign applicants to 398. Of this number, do- 
mestic applicants have received 286 and foreign applicants 112. 


AIR SERVICE TEMPORARY SUSPENSION 


The Civil Aeronautics Board has issued amendment No. 2 
of section 238.6 of its economic regulations relating to temporary 
suspension of service by air carriers except Alaskan air car- 
riers, effective December 15. 


AIR SERVICE SUSPENSION REMOVAL 


The Civil Aeronautics Board has rescinded part of an order 
of May 26, 1942, temporarily suspending service on route No. 
11 of United Air Lines, Inc.,; at Red Bluff, Calif. Temporary 
suspension of the service was no longer required in the public 
interest, said the C. A. B. 


NORTHWEST NONSTOP ROUTES 


Northwest Airlines, Inc., has notified the Civil Aeronautics 
Board of its intention to inaugurate nonstop service between 
Minneapolis, Minn., and Seattle, Wash., and Minneapolis and 
Spokane. 


DELTA CHICAGO AIRPORT PERMISSION 


The Civil Aeronautics Board has granted Delta Air Cor- 
poration permission to serve Chicago, Ill., through use of the 
municipal airport, beginning November 20, subject to any 
necessary amendments of its air-carrier certificate. 


Troops by Air 


Air lines operating from the west coast will be required 
to allot 70 per cent of their space to army and navy personnel 
returning from the Pacific, effective Dec. 3, the Office of De- 
fense Transportation has announced. 

This action was made necessary, the O. D. T. said, by the 
heavy arrivals of returning service men at west coast ports, 
tentatively estimated to reach 500,000 a month by the end 
of the year. The increase was placing a greater burden on 
West-East rail lines, it said and that of the men arriving 
from the Pacific theatre, 85 per cent must travel for more 
than 48 hours by rail to reach their homes in population centers 
east of the Rocky Mountains, and required sleeping car service. 

Continuing, the O. D. T. said: 


In view of the scarcity of Pullman cars and delay in the production 
of scheduled 1200 troop sleepers, the air lines have agreed to take over 
a share of the traffic. On the basis of present air line schedules, it is 
estimated that about 800 men a day can be flown east by the air lines. 

The order, general order O. D. T. 58, issued November 20, is the 
first to be issued by O. D. T. affecting air traffic. Air lines operating 
east from the cities of Seattle, Wash., and San Francisco, Los Angeles 
and San Diego, Calif., are required under the order to make available 
daily to the armed services of the United States not less than 70 per 
cent of space allocated to passenger traffic on eastbound flights from 
such points for the transportation of organized movements of military 
and naval personnel being returned from the Pacific theatre of war and 
destined to the cities of Boston, Mass., New York, N. Y., Baltimore, 
Md., Washington, D. C., Norfolk, Va., or Jacksonville, Fla. 

Service men transported in accordance with this order will be in 
addition to those carried under the ‘‘Trans-Con’’ propects by which 
commercial aircraft are carrying a number of troops for the Army on a 
contract basis. Allocations of air transportatiorf for service men will be 
in the hands of the military authorities. 


The Air Transport Association of America, speaking for 
the commercial airlines, said that while regretting that many 
civilians would be discommoded, the airlines were sympathetic 
with the efforts of the War and Navy Departments to bring 
as many veterans as possible to their eastern homes in time for 
Christmas. It pointed out that many eastbound reservations 
made by civilians for dates following December 3 must be 
cancelled in order to provide the seats required by the army 
and navy. It said westbound traffic was not affected by the 
O. D. T. order. It said it was estimated that under the program 
the scheduled airlines would move about 25,000 troops east- 
bound each month, and that this, added to the redeployment 
operations, would mean the total monthly troop movement 
b yair of about 60,000 men. 


CLEVELAND AIR FOUNDATION 


Four civic and business leaders of Cleveland have incor- 
porated a non-profit Air Foundation for the purpose of con- 
tributing to the advancement of aviation through the promotion 
of public education, research, and scholarships for the purposes 
of aeronautical education. Incorporators are Frederick C. Craw- 
ford, president of Thompson Products, Inc., and president of 
the foundation; A. J. Weatherhead, Jr., president of the Weather- 
head Co.; A. C. Ernst, manager partner of Ernst & Ernst, and 
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W. T. Holliday, president of the Standard Oil Co. of Ohio. The 
sum of $250,000 is being sought from individuals and corpora- 
tions, and the first function of the new foundation will be to 
lend financial assistance to the organizations which are staging 
the National Aircraft Show in Cleveland, January 11 through 


20, and the national air races to be revived in Cleveland next 
summer. 


Airline Revenue Statistics 


Net operating revenue for the first seven months of the 
year for the 19 domestic air carriers, including All American 
Aviation, Inc., Caribbean Atlantic Airlines, and Hawaiian Air- 
lines, reached a total of $28,151,481, an increase of $9,991,701 
over the same period for last year, according to the Civil Aero- 
nautics Board. 

Additional figures covering operating expenses and rev- 
enues for the seven months ended with July, were given by the 
C. A. B. as follows: 


7 Mos. Ended 7 Mos. Ended 


July, 1945 July, 1944 
Revenue Miles Flown ................ 116,074,020 74,057,440 
Operating Revenue— 
EE AA ee eee $ 89,778,433 $59,407,788 
Riv bn cab iiecewaen aks.b4ids Sas ecusane 22,636,790 17,488,892 
po ee ar are 6,936,093 4,324,668 
pc |”) ere eee age oe ,768 1,691,442 
I Risa et eis aia wnat culsienias SE $121,480,084 $82,912,790 
Operating TEXDGRROS ..4...6ccscccccscoas $ 93,328,603 $64,753,010 
Net Operating Revenue .............. $ 28,151,481 $18,159,780 


For the year ended July 31, the net operating revenue for 
all domestic airlines was $46,493,099 as compared with $27,- 
662,623 for the year ended July 31, 1944, said the C. A. B. 
It added that express and freight revenues showed an increase 
from $7,634,292 for the year ended July, 1944, to. $10,866,234 
for the year ended July, 1945. Additional figures covering oper- 
ating expenses and revenues for the year ended July 31, 1945, 
were given as follows: 


12 Months Ended 


July, 1945 July, 1944 
Revenue Miles Flown ................ 186,467,994 121,314,168 
Operating Revenue— 
NEY sie oo iis eng tee $146,745,353 $98,261,187 
| aS PAE DIT eae nO 38,436,367 28,785,026 
Bupress and Freignt .......cicessss 10,866,234 7,634,292 
Al Other ....5.... ea gecis caress caterers See 3,312,764 2,758,187 
DI Spates oi sete i. Ba $199,360,718 $137,438,692 
Operating Expenses ................... $152,867,619 $109,776,069 
Net Operating Revenue .............. $ 46,493,099 $ 27,662,623 


Air Traveler Insurance 


World-wide airline passenger travel without limitation is 
now regarded as a standard risk in the issuance of new life 
insurance policies by about one-half of the 100 life insurance 
companies included in a survey on. post-war practices, made 
by the Institute of Life Insurance. The companies covered in 
this survey represent more than 80 per cent of the total life in- 


surance in force in this country, according to the Institute 
which adds: 


In addition, a limited amount of world travel, usually about 50,000 
miles annually, is regarded as standard by 10 per cent of the companies 
surveyed, making nearly 60 per cent which now place no underwriting 
limitations on normal world-wide air travel. Only 10 per cent of the 
companies now decline applicants who contemplate such travel, or issue 
policies excluding this risk, the remainder giving individual considera- 
tion to each case. 


In contrast with this, no companies accepted unlimited transoceanic 
travelyas a totally standard risk prior to the war and only a little over 
19 per cent accepted limited world travel on a standard basis, while 
almost a third of the companies then declined outright applicants who 
expected to make such flights or issued policies excluding this hazard. 


“The life insurance business has kept pace with the advance- 
ment of safety in air travel, liberalizing policies and underwrit- 
ing practices as rapidly as facts became available and condi- 
tions warranted,” Holgar J. Johnson, Institute president, said. 
“In this way, life insurance has contributed to aviation’s prog- 
ress and is abreast of the coming post-war development of 
world-wide air travel.” 

Pilots and crew members of airliners in transoceanic serv- 
ice may now obtain life insurance protection for an extra 
premium with all but 15 per cent of the companies, the survey 
shows, the extra premium varying from $10 to $15 a $1,000 of 
insurance in most cases. Prior to the war over one-third of the 
companies turned down such applicants and those who obtained 
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/ insurance paid an extra premium which was usually from $15 
to $25 a $1,000 of insurance, said the Institute. 

Pilots and crew members on flights in the U. S. and West- 
| ern Hemisphere alike may now obtain life insurance at an ex- 
' tra premium, usually $5 a $1,000 of insurance, with all but 15 
per cent of the companies. Prior to the war, only about one- 
third of the companies insured such applicants and the extra 
premium was then usually $25 a $1,000. 


| Airport Plans 


“More than 25 progressive American communities, aware of 
the value of sound planning for the future, have completed or 
soon will complete their master airport plans,” says Edgar 
Smith, director of the airport plans and survey service of the 
Civil Aeronautics Administration. 

“Metropolitan and regional airport studies which have been 
completed or are nearing completion are: Boston, Providence, 
| New York, Philadelphia, Rochester, Syracuse, Atlanta, Bir- 
mingham, Miami, Nashville, Chicago, Cleveland, Detroit, In- 
dianapolis, Minneapolis-St. Paul, St. Louis, Dallas, Fort Worth, 
Houston, Omaha, Los Angeles, Seattle, Milwaukee and Newport 
News. 

“With an estimated 400,000 airplanes of all types in the 
United States within ten years, of which only about 1,200 will 
be aircraft for scheduled transport operations, a tremendous 
planning problem is confronting every metropolitan area. 

“During the war, there were only about 350 transport 
planes used on all domestic airlines combined. An increase to 
1,200 will represent about 3% times as many operations in 
scheduled transport. Providing space in the air and on the 
ground for these operations is a big problem in itself, but nu- 
merically, a still greater problem is where and how the remain- 
ing 398,000 smaller aircraft are to be accommodated. 

“A recent study including a large city and eight adjacent 
counties revealed that there would be a need for 41 airports. 
Two would be required for major scheduled commercial opera- 
tions, seven for combination feeder-line and personal plane 
operations, three for non-scheduled commercial operations, two 
for Navy operations and the remainder (27) would be needed 
for personal plane use.” 


Airport Disposal Program 


A surplus airport disposal committee has been set up under 
terms of the Surplus Property Administration’s regulation for 
the disposal of government-owned air fields. The committee, 
which will function as an advisory group to Administrator W. 
Stuart Symington, will be made up of five members, designated 
one each by the Secretary of War, Secretary of the Navy, 
Civil Aeronautics Administrator, the Reconstruction Finance 
Corporation as disposal agency, and the Surplus Property Ad- 
ministrator who will be chairman. Continuing, the S. P. A. 
said: 


Agencies of federal, state and local governments may obtain surplus 
airport properties for considerations other than cash. Otherwise the 
properties will be sold at prices that are fair and reasonable, in view 
of the reservations, conditions and restrictions which may be imposed 
upon the use of the property and the obligations to be assumed by 
the purchaser. 

The basic policy implemented by the regulation, S. P. A. Reg. 16, 
is that ‘‘the national interest requires the disposal of surplus airport 
property in such a manner and upon such terms and conditions as will 
encourage and foster the development of civil aviation and provide 
and preserve for civil aviation and national defense purposes a strong, 
efficient, and properly maintained nation-wide system of public air- 
ports, and will insure competition and will not result in monopoly,’’ 
the regulation declares. 


In the disposal of airports the benefits which the public and the 
nation will. derive will be the principal consideration and the finan- 
cial return to the government will be a secondary consideration, the 
regulation adds. It is recognized that airports which are surplus to 
the needs of the owning agencies may be essential to the common 
defense or valuable in maintaining an adequate and economical national 
transportation system. In such cases, the properties may be disposed 
of to States and local governments for considerations other than cash. 
When airports are not wanted by federal, state or local governments, 
disposition must be for cash. 


The conditions under which each airport will be disposed of will 
be based upon recommendations of the surplus airport disposal com- 
mittee. The owning agency which declares the property surplus, or 
the Civil Aeronautics Administration also may make recommendations 
that disposals be subject to certain reservations or conditions. The 
Civil Aeronautics Administration also will be consulted by the disposal 
agency as to all decisions pertaining to civil aviation. 


Properties which are not wanted by state or local governments 
and which may find no buyer for use as airports may be reclassified 
by the Surplus Property Administration as other types of property and 
disposed of for other uses. 
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New York Aviation Survey 


An aviation spot survey among New York business con- 
cerns just completed by the Commerce and Industry Association 
of New York reveals the possibility of a 50 per cent increase in 
domestic passenger travel, increased travel to South America 
and Europe, an enormous increase in freight shipments by air, 
and the acquisition of fleets of small planes by business con- 
cerns. 

In the passenger field, the outstanding fact to emerge was 
that the chief reason air travel is not used more often was 
that 46.6 per cent of those replying to the questionnaire feared 
-. _ safety, and 8.6 per cent reported their families ob- 
jected. 

Approximately 40 per cent of the replies indicated most of 
their air travel would be to Latin America, while 30.3 per cent 
indicated Europe, and 10.1 per cent designated the Far East. 
If accommodations and rates for foreign travel are equal, 93.8 
per cent declared they would use United States airplane services. 

Thirteen per cent of the replies announcd contemplated 
purchase of from one to 20 planes, of which 70 per cent would 
be used for passengers only, 10 per cent would be used for 
cargo only, and 20 per cent would be used for both passengers 
and cargo. 

If airmail parcel post becomes available, it was indicated 
that 40.9 per cent would use this facility in annual volume 
ranging from small parcels to 100,000 pounds. If present inter- 
national air express rates were lowered 50 per cent, increased 
shipping by this means ranging up to 400 per cent would be 
used by 69.4 per cent. 

Among suggestions for improvement of passenger service, 
the following were typical: It is difficult to obtain reservations; 
airlines should provide alternate rail travel in case if trop 
cancellation; coordinated air and bus service should be provided 
to reach points not covered by direct air service; accessibility 
of airports is the main need; more feeder lines are needed; 
better and faster methods of handling passengers and baggage 
to and from airports should be developed. 

For express or freight service, the following requests were 
typical; Better pick-up and delivery service; payment of broker- 
age fees to bona fide forwarders: this type of service is far 
too unreliable and without dependable schedules; notification of 
delays should be sent by wire. 


P. C. A. GETS “FLYING WHITE HOUSE” 


One of 12 DC-4 transport planes recently acquired by Penn- 
sylvania-Central Airlines and now being converted to passenger 
airliners by the Glenn L. Martin Co. at Baltimore, Md., is the 
original “flying White House,” which flew the late President 
Roosevelt to the Casablanca conference and which has now been 
“honorably discharged” by the Air Transport Command, accord- 
ing to a P.C.A. announcement. 

Pennsylvania-Central said that the first of the DC-4’s now 
being converted for its use would be flying over segments of the 
P.C.A. system of routes in December and that the full fleet of 
these additional planes would be in operation early in 1946. 
The “flying White House,” it said, was being converted to a 56- 
passenger luxury airliner. It noted that this plane had been 
equipped with a special elevator to lift Mr. Roosevelt from 
ground level into the center compartment of the ship. 


BRANIFF CARGO PLANES 


Two Douglas C-47’s have been delivered to the Braniff Air- 
ways in Dallas, Tex. Designed for cargo transportation only, 
one ship will be used by Aerovias Braniff, in Mexico, and the 
other on the routes of Braniff Airways in connection with the 
new air freight service to be inaugurated December 1. The 
twin freighters have a cargo capacity of more than three tons 
each, with large double doors at the side to permit the loading 
of bulky shipments. 

AIR SERVICE TO HONOLULU 


For the first time since Pearl Harbor, commercial air trans- 
port service between the United States and Hawaii was resumed 
November 16, when Pan American World Airways began a 
schedule of daily round trip flights between San Francisco and 
Honolulu. Priorities for air travel between the mainland and 
Honolulu are no longer required. Operations beyond Hawaii 
remain temporarily suspended. Pan American’s applications 
for permission to extend Pacific routes to new terminals in 
Australia, India and the Dutch East Indies are pending before 
the Civil Aeronautics Board. 


RAIL DIVIDEND PAYMENTS 
Publicly reported dividend payments by railroads for the 
three months ended in October decreased 27 per cent under the 
figure for the same period of 1944, mainly as a result of large 
average payments in September, 1944, said the Department of 
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Commerce, in a statement on dividend payments by industrial 
groups. It said publicly reported dividend payments for rail- 
roads for the three-month period in 1945 were 34 million dollars, 
as against 46.3 million dollars for the like period of 1944. For 
October, 1945, continued the department, railroads accounted 
for 12.3 millions of dollars publicly reported dividend payments, 
as against 12.8 million dollars for October, 1944. 5 


Revenue Freight Loading 


Revenue freight loading the week ended Nov. 17 totaled 
800,361 cars, according to the Association of American Rail- 
roads. This was 4.5 per cent under the preceding week, 7.4 
per cent under the corresponding week last year, and 9.3 per 
cent under the corresponding week of 1943. 

Loading by groups of commodities was reported as follows: 
Grain and grain products, 55,889; live stock, 25,005; coal, 172,- 
053; coke, 12,832; forest products, 331,448; ore, 32,787; mer- 
chandise L. C. L., 115,924 miscellaneous, 354,423. 


Revenue Ton-Miles 


The volume of freight traffic, handled by Class I railroads 
in October, 1945, measured in ton-miles of revenue freight, 
amounted to 51,500,000,000 ton-miles, according to a preliminary 
estimate based on reports received from the railroads by the 
Association of American Railroads. The decrease under October, 
1944, was 19.4 per cent. 

Revenue ton-miles of service performed by Class I rail- 
roads in the first ten months of 1945 was five and one-half 
per cent under 1944, and three and one-half per cent less than 
the corresponding period two years ago. However, compared 
with 1939 the 1945 total had more than doubled. 

The following table summarizes revenue ton-miles for the 
first ten months of 1945 and 1944: 


° 1945 
482,468, 182,000 


1944 * 
495,561,822,000 2.6 
61,181,730,000 14.7 
63,875,263,000 19.4 


First 8 months 
September 
October 


Total 10 months 620,618,815,000 5.6 
a—Revised estimate. b—Preliminary estimate. *—Per cent decrease. 


Rail Transport Situation 


“The general transportation situation throughout the United 
States is not following the usual pattern at this season of the 
year,” says W. C. Kendall, chairman of the car service division 
of the Association of American Railroads, in his November re- 
view of the national transportation situation. 

“Ordinarily, and according to the records of the past years, 
the peak level of loading during the fall months is passed prior 
to November 1. But this season, due to the effect of strikes, 
reconversion plans of industry, the unprecedented agricultural 
crops, and the unusual situation with respect to return to this 
country of ammunition and other war material sent overseas 
for our armed forces, the high level of loading will apparently 
continue up to the holiday season. There is no immediate evi- 
dence of lessening in the demand for freight car equipment. 
The 5-day week in effect in some industries is increasing the 
turn-around time for freight cars, requiring more equipment to 
handle an equivalent volume of traffic.” : 

The percentage of freight cars held over the free time of 
48 hours in October was 16.82 as compared with 14.58 per cent 
in October, 1944, and 18.63 per cent in October, 1943, according 
to the review. Mr. Kendall said it was worth while noting 
that the trend in the last half of October showed a somewhat 
improved condition inasmuch as the detention for the first 
half of October was 17.44 per cent. He said a number of fac- 
tors were indicated as causing the increased car detention “but 
it is felt by a large number of shippers that the main factor is 
the 5-day work week now being adopted by industries so gen- 
erally throughout the country, due to industrial present-day 
avoidance of over time wages. Strikes and lack of labor are 
undoubtedly also factors.” 

The number of serviceable cars showed a decrease of 
6,627 October 1, compared with September 1. 


Shipments to Mexico 


Mr. Kendall said the situation with respect to carload ship- 
ments to Mexico had not eased sufficiently so that all requests 
for permits could be granted. He said the congestion existing on 
the National Railways of Mexico had been relieved to a con- 
siderable extent “and apparently within a few days permits can 
be issued in limited number against Embargo 400.” No per- 
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mits are necessary when carload traffic is to move to points on 
the Southern Pacific of Mexico through Nogales, Arizona. 


In reviewing the embargo situation, Mr. Kendall, in part, 
said: 


At present the bank of export cars held at New York and Phil- 
adelphia is causing some concern as most of the freight is contained 
in box cars and the delays being experienced by this type of car 
are serious, due to the general box car stringency. At New York 
there are about 8 thousand carloads of export traffic on hand with 
releases averaging less than a thousand cars per day; at Philadelphia 
with over 11 hundred cars on hand, releases are averaging slightly 
over one hundred. Embargo was placed November 13 against British 
and U. N. R. A. A. export freight for New York when loaded in 
box cars. Shippers can assist in avoiding the necessity for further 
restrictions on the handling of export freight by \ doing everything 
possible to schedule their export shipments to coincide with expected 
dates on which ships will be available. 


For the fourth consecutive month the number of military 
personnel handled in October under Main numbers by the 
A. A. R. military transportation section was in excess of a 
million men. Mr..Kendall said the burden on the passenger 
facilities of the carriers would increase. 


Freight Car Supply 


The part of the report dealing with the freight car supply 
follows: 


Closed Cars 


Box Cars—There has been no decrease in demand for box cars, 
particularly of the better grades, and there have been some deficiencies 
for this class equipment in rearly all districts. 

It is of interest to note that while total carloadings since VJ-Day 
have decreased, total box carloadings are currently running in excess 
of those immediately prior to VJ-Day. Present ownership of service- 
able box cars is 711,208. A comparison of recent weekly box carloadings 
which averaged 378,854 per week for the two weeks ending October 27, 
latest complete figures available, and highest since VJ-Day, will indi- 
cate present heavy demands for box cars as well as the constant use 
of serviceable box car ownership and the necessity for continued 
expeditious handling of this type of equipment by all concerned. 

The greatest single box car demand for any commodity loading 
continues to be for the nation’s grain and grain products. While the 
actual harvest in the Northwest has been completed, there remains a 
large volume of grains to be moved. Requirements in that section will 
be further accelerated between now and December 1 in transporting 
as much grain as possible through Duluth and the Great Lakes prior 
to the close of navigation in order to build up stocks at lower lake 
ports for export and winter grinding. Simultaneously with the require- 
ments in the Northwest territory, the railroads are confronted with 
heavy orders for box cars for harvesting of sorghum grains, corn, 
rice, and continued brisk demand for cars for soya beans. In addition 
to the requirements for grains, there are also heavy requirements 
for high-grade box cars to load sugar under the government’s redis- 
tribution program as well as heavy seasonal requirements at interior 
beet sugar refineries; the extensive program for loading foodstuffs, 
for export to foreign countries needing relief, and further the military 
requirements at ports on both the Atlantic and Pacific Coasts, as well 
as some Gulf ports for the release of ammunition and war impedimenta 
returning to this country. 

While Eastern and Southern roads do not have any surplus of box 
cars, in view of the heavy demands for movement of seasonal agri- 
cultural crops in Western territory as well as the heavy movement 
of grains to the Head-of-the-Lakes and Gulf ports for export, and to 
assist Western roads with additional box cars, the Car Service Divi- 
sion placed orders with specified Eastern and Southern roads, on 
October 29, to become effective November 1, which provide that they 
reduce the number of Western ownership box cars on line by 10,000, 
at the rate of 2,500 per week, during the 4-week period ending Novem- 
ber 28. As further assistance to the Western roads, instructions were 
placed on November 8 with certain Eastern and Southern roads 
requiring them to deliver, over and above their quotas for reducing 
Western box cars on line, 200 systems and miscellaneous ownership 
box cars daily, other than Western cars. It is believed these measures 
will substantially improve the box car supply in Western territory 
and without too seriously affecting the available supply in Eastern 
and Southern areas. Even with this additional assistance, in view 
of prospective continued heavy demands, it is expected the box car 
supply will remain tight in all sections for at least the balance of 
this year. 

Automobile Cars—The automobile industry has not yet been able 
to get into full production schedules due to unsettled labor situation. 
There have been limited loadings of passenger automobiles and trucks 
moving principally to agencies and dealers reported for display pul- 
poses. Because of the uncertainty prevailing with respect to resumption 
of full production schedules, it is difficult at this time to venture any 
accurate forecast for this industry. 

Stock Cars—The loading of live stock continues in heavy volume 
in all sections and particularly in Western originating areas, and there 
has been difficulty in fully protecting all requirements for stock cals 
at all times. It is expected the present heavy loadings will begin to 
subside along about November 17. 


Open Top Cars 

Coal Cars—Since heavy coal production was resumed on October 22, 
following termination of the miners’ strike, loadings have been at 
an exceptionally high level, with 182,806 cars of revenue coal loaded 
for the week ended October 27, which is the best since February, 1944. 
In the. week ended November 3, there were 180,684 cars of revenue 
coal loaded, and this would have been another high week except fo! 
a religious holiday and opening of hunting season affecting production, 
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RAILWAY 


PRECISION 


TRANSPORTATION 


The war is over. We are reconverting and planning 
for an era of greater prosperity ... an era of increased 
production and mass transportation. In the days ahead, 
your N. & W. freight agent will play an important role. 
He is on the job. . . ready and anxious to advise with 
you about packaging, loading, stowing, .schedules, rates 
and routes — everything that will make Precision Trans- 
portation more convenient and economical for you. He 
is the expediter and troubleshooter for your freight ship- 
ments and back of him is the entire Norfolk and Western 
organization. 


The Norfolk and Western is ready today to move your 
freight —in any volume—swiftly and efficiently. 
Seventy-five percent of the railroad’s traffic is moved by 
modern locomotives less than ten years old, or locomotives 
that have been completely modernized within that period. 
Track is maintained at a high state of excellence — solid, 
strong, smooth and clean. Terminals and yard facilities 
are large and extensive. Manpower is efficient and more 
experienced from lessons learned during the war. 


N. & W. freight agents are on the job — to help you. 
Call on them. 
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particularly in the anthracite. region. Reports are not yet available 
for week ended November 10, but with some loss of production on 
Election Day November 6, indications are that it will approximate 
175,000 cars. 

This heavy loading can only be maintained if shippers, receivers, 
and carriers concentrate on the prompt handling of loaded and empty 
coal cars to insure a steady flow of empties to the mines. 

Gondolas—Imports of returning war materials through East and 
West Coast.ports require a considerable number of gondolas, but- the 
supply is satisfactory. It will be augmented further by the release of 
gondolas now in sugar beet service in the Central West and North- 
western areas, as harvest now has passed its peak and the need for 
ears will decline gradually. 

Flat Cars—The supply of both plain and heavy capacity flat cars is 
somewhat in excess of requirements, with some lines reporting a 
surplus. 

Covered Hoppers—Demand continues heavy and so far there has 
been little indication of seasonal decline, usually noticeable at this 
period of the year. The available supply, however, has been spread 
carefully and most projects requiring covered hoppers are satisfac- 
torily protected. 


Refrigerator Cars 


The supply of empties at present is adequate in all producing areas 
except a few diminishing spot shortages reported from Maine and 
Pacific northwest. The estimated requirements for the next five or six 
months indicate a tight situation will exist in all producing areas 
but with the decline in war emergency traffic better handling of cars 
can be expected which will help to eliminate any possible deficiencies. 

Loading for October this year exceeded that of the correspond- 
ing month for any previous year of the war emergency period. Total 
carloads for the first four weeks being 128,938 compared to 125,169 
during like period of 1944 and 115,361 carloads in October, 1943. Esti- 
mates indicate that the loading will continue heavy for next five or 
six months. Vegetables and citrus crops are still moving in volume 
from Florida, Texas and California with potato loading in Maine, 
Idaho, Colorado, Nebraska, Oregon, North Dakota and Minnesota con- 
tinuing heavy. 

The total refrigerator carloads estimated for November this year 
according to U. S. Department of Agriculture amount to 195,834 com- 
pared to 176,823 loaded during like month of 1944, which is an esti- 
mated increase of 10.8 per cent. To take care of this loading it will 
require a minimum of delays in loading, unloading and road handling 
of refrigerator cars. 


L. C. L. Freight 


During October, compared with September, there has been an 
increase in loading L.C.L freight of about ten thousand cars per 
week, or approximately ten per cent. Current loadings are running 
around five per cent ahead of last year. Presumably to some extent 
this represents pre-holiday traffic, doubtless somewhat behind usual 
schedule on account of reconversion problems. 

There have continued to be scattered instances of freight house 
congestion, due in some cases to labor shortages and in others to 
labor difficulties in the trucking field. There have been no situations 
serious enough to justify regulation by embargo. 

General Permits O. D. T. 1-4 and 1-7 continue in effect. As pointed 
out in previous bulletins, there are important mutual advantages 
inherent in through and direct destination loading of L.C.L freight, 
thus by-passing intermediate transfers, expediting delivery and mini- 
mizing possibility of loss and damage by reduction of rehandling and 
restowing. In addition to the above general permits, which apply to 
trap car traffic from industries, individual railroads hold many local 
permits which allow loads of less than the normal ten ton minimum 
on freight for specified directions or destinations. 


FREIGHT COMMODITY STATISTICS 


The Commission has issued a statement, No. M-550, pre- 
pared by its Bureau of Transport Economics and Statistics, on 
tons of revenue freight originated and tons terminated in car- 
loads by classes of commodities and by geographic areas— 
Class I steam railways—for January, 1945. The statement shows 
a total of 106,596,097 tons of revenue freight originated and 
106,588,016 tons terminated. With respect to forwarder traffic, 
tons originated totaled 269,997 and tons terminated totaled 
270,284. By groups of commodities, tonnages originated and 
terminated, respectively, were reported as follows: 

Products of agriculture, 11,709,232 and 12,236,499; ani- 
mals and products, 2,028,196 and 2,115,809; products of mines, 
51,515,854 and 49,974,524; products of forests, 5,935,284 and 


6,227,797; and manufactures and miscellaneous, 35,407,531 and 
36,033,387. 


RAIL PASSENGER STATISTICS 


Passenger revenues, other than commutation, of Class I 
steam railways, exclusive of switching and terminal companies, 
totaled $92,930,907 in coaches and $52,423,288 in parlor and 
sleeping cars for July, 1945, as against $102,871,262 and $53,- 
814,151, respectively, for July, 1944, decreases of 9.7 and 2.6 
per cent, according to a compilation by the Commission’s Bu- 
reau of Transport Economics and Statistics of passenger traffic 
statistics, other than commutation, in statement No. M-250. 

For the seven months ended with July, 1945, passenger 
revenues amounted to $574,567,368 in coaches and $360,533,045 
in parlor and sleeping cars as compared wih $625,712,104 and 
$383,333,653, respectively, for the like period of 1944, decreases 
of 8.2 and 5.9 per cent. 
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Revenue passengers carried for July, 1945, totaled 49. 
059,095 in coaches and 4,782,934 in parlor and sleeping cars as 
against 52,247,305 and 5,360,901, respectively, for July, 1944 
For the seven months ended with July, 1945, revenue passengers 
carried totaled 293,712,796 in coaches and 34,738,757 in parlor 
and sleeping cars as compared with 304,354,282 and 38,204,316, 
respectively, for the like period of 1944. 


ROLLING STOCK ADDITIONS 


Class I railroads on November 1 had 37,905 new freight 
cars on order, the Association of American Railroads announced, 
On the same date last year they had 30,408 on order. 

New freight cars on order November 1 this year included 
12,549 hopper, 4,834 gondola, 1,222 flat, 14,811 plain box, 3,669 
automobile, 769 refrigerator, and 50 miscellaneous cars. 

They also had 520 locomotives on order on November | 
this year compared with 519 on the same day in 1944. The num. 
ber on order on November 1, 1945, included 117 steam and 4(3 
Diesel locomotives, compared with 102 steam, two electric ani 
415 Diesel one year ago. 

Class I railroads put 33,696 freight cars in service in the 
first ten months this year compared with 30,832 in the same 
period last year. Those installed in the first ten months this 
year included 7,665 hopper, 5,352 gondola, 490 flat, 239 stock, 
1,826 refrigerator, 1,818 automobile and 16,207 plain box freight 
cars, and 99 miscellaneous cars. 

They also put 522 new locomotives in service in the first ten 
months of 1945, of which 74 were steam and 448 were Diesel. 
New locomotives installed in the same period last year totaled 
783, which included 287 steam, one electric and 495 Diesel. 















RAIL FINANCIAL DATA 


At the end of August, 1945, Class I railroads, exclusive 
of switching and terminal companies, had total current assets 
of $4,848,159,280, including $1,246,573,466 in cash, as compared 
with $4,751,268,533, including $1,210,556,756 in cash at the end 
of August 1944, according to a statement No. M-125, selected 
income and balance-sheet items of those roads, prepared by the 
Commission’s Bureau of Transport Economics and Statistics. 

The statement showed that $167,032,161 of funded debt 
would mature within six months from August 31, 1945. Thi 
compared with funded debt of $227,142,170 matured in the con.- 
parable period of last year. 

Total current liabilities stood at $2,923,268,643 at the end 
of August, 1945, as against $3,052,687,459 at the end of August, 
1944. Included in the current liabilities was accrued tax lia 
bility of $1,734,883,179 at the end of August, 1945, as against 
$1,950,695,496 at the end of August, 1944. U. S. Government 
taxes accounted for $1,556,969,625 of the accrued tax liability 


at the end of August, 1945, as against $1,777,722,233 at the end 
of August, 1944. 




























































PULLMAN COMPANY REVENUES 


In the last four years, the Pullman Co. has averaged only 
about 25 cents net profit on each of its 125,000,000 passengers 
who travelled an average of 784 miles each, George ‘A. Kelly, 
Pullman vice-president, reported November 19. Since Peat 
Harbor, Pullman has provided approximately 98,000,000,000 pas: 
senger miles of service for troops and civilians, more than the 
total for the 11-year period from 1930 through 1940, he said. 

Three months after V-J-Day, Pullman business still is 4 
or near the all-time records set in 1944, when: revenue passet- 
gers numbered two and one-half times the 1940 peace-tin 
total, with an average loading of 21.31 passengers per car, molt 
than double the 1940 figure, he said. 

Pullman and the railroads face their most critical period 
in the next two months, with an estimated 2,000,000 veterans 
irom Europe and the Pacific scheduled to reach this countt 
during November and December, stated Mr. Kelly. During thé 
early-months of 1946, more than 500,000 veterans are schedule 
to arrive monthly at west coast ports. Fewer sleeping car a 
commodations will be available for holiday travelers this yei 
than in any previous Christmas season, Mr. Kelly concluded, 
with approximately 151,000 of the nation’s estimated 208,00 
berths available exclusively to the military for organized tro 
travel. 



















































DIAMOND T TRUCKS 


With five new production buildings, Diamond T enters tlt 
post-war market with the most extensive program in its histor) 
the company has announced. The current line now in producti! 
is basically unchanged from the pre-war design. Addition# 
models to be brought out through 946 include a one-ton @ 
heavy-duty construction with a standard pickup body availabl 
and a specialty vehicle for multi-stop delivery. An improve 
line of engines with increased power has been developed ani 
will go in as standard equipment shortly after the first of tl 
year, the company said. 
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Morgan W. Clark, industrial manager 
of the Allen Manufacturing Co., was 
elected chairman of the Transportation 
Bureau of the Hartford, Conn., Cham- 
‘ ber of Commerce, at the October meet- 
ing. Thomas Burley, manager, National 
Transportation Co., was elected vice- 
chairman. 

* * * 


E. S. Neilson, freight traffic manager 
of the Pennsylvania Railroad at Phila- 
delphia, has retired after more than 41 
years of service. I. T. Marine, hereto- 
fore western freight traffic manager, 
Chicago, has been promoted to succeed 
Mr. Neilson. A. S. Jennings succeeds 
Mr. Marine. W. P. Stuart has been ap- 
pointed general coal and ore agent, 
Cleveland. S. T. Stackpole has retired 
as freight traffic manager at Detroit, and 
has been succeeded by H. W. Large, 
who has returned from the Navy as a 
lieutenant commander. H. A. Sides has 
been appointed assistant freight claim 
agent, Philadelphia. 


* * * 


The following appointments in the 
traffic department of the Frisco Lines 
have been announced: J. W. Mahanay, 
traffic manager at Tulsa, Okla., to suc- 
ceed the late R. E. Buchanan as traf- 
fic manager, Memphis, Tenn.; H. D. 
Sweetin, to traffic manager, Tulsa; 
Wayne Young, to general agent, At- 
lanta, Ga.; J. W. Tipton, general agent, 
Little Rock, Ark.; Frank L. Coulter, to 
western traffic manager, Los Angeles, 
Calif. In the passenger department, 
George Palma has been promoted to gen- 
eral eastern passenger agent at New 
York City. C. M. Jones has been ap- 
pointed general agent, Oklahoma City; 
H. E. Tenholder, general agent, Dallas; 
L. M. Cannon, district passenger repre- 
sentative, Memphis. The following pas- 
senger men have been promoted to gen- 
eral agents: J. V. Flaig, Birmingham, 


Ala.; R. E. Maring, Kansas City, Mo.; . 


Delbert Fields, St. Louis; P. F. Atkin- 
son, Tulsa; and Charles Walpole, Mem- 
phis. Additional appointments effective 
December 1 are: D. E. McKeithen, as- 
sistant freight traffic manager—service 
and sales, St. Louis; J. L. Scales, as- 
sistant freight traffic manager, foreign 
freight, St. Louis; W. L. O’Toole, gen- 
eral merchandise agent, St. Louis; J. J. 
Swehla, freight traffic manager, St. 
Louis; O. P. Painey, traffic manager, 
Wichita, Kan.; A. D. Masters, general 
agent, Milwaukee; W. S. Johnston, gen- 
eral agent, Blytheville, Ark.; W. O. 
Dodge, to supervise Boston and Phila- 
delphia agencies; Robert E. Preble, re- 
cently returned from armed services, to 
general agent, Boston; and A. C. Bringle- 
son, general agent, Pittsburgh. 
* * * 


C. F. Wiegele, assistant to vice-presi- 
dent, Chicago, has been promoted to gen- 
eral manager of the New York Central 
System in charge of the line west of 
Buffalo and the Ohio Central Lines, with 
headquarters in Cleveland. F. F. Riefel, 
vice-president and general manager, 
Cleveland, has been promoted to vice- 
president, Cleveland. E. A. Dougherty 
has been promoted to. chief engineer, 
Chicago, succeeding F. J. Jerome, trans- 


ferred to New York as assistant to the 
executive vice-president. E. F. Moly- 
neaux has been appointed transportation 
assistant in the office of the vice-presi- 
dent, Chicago. 

* * 

R. W. Phillips has been appointed 
commercial agent at Chicago for the Vir- 
ginian Railway Co: 

* * * 


S. L. Wright has been appointed ex- 
ecutive general agent of the Texas & 
Pacific Railway Co., with headquarters 
at Dallas, Tex. Other appointments in- 
clude: E. L. Billingsley, general freight 
agent, succeeding Carl Schonfelder, Jr., 
recently promoted to freight traffic man- 
ager; V. B. Gilman, general freight 
agent, and Frank Wilson, assistant gen- 
eral freight agent, all with headquarters 
in Dallas. W. W. Fair has been ap- 


pointed general passenger agent with 
headquarters in Dallas, succeeding Frank 
Jensen, recently promoted to passenger 
traffic manager. . 


* * 


R. J. Snyder has returned from the 
armed services to resume his position as 
commercial agent at Los Angeles for the 
Kansas City Southern Lines. 

x * ca 


L. L. Schwartz has been appointed 
traffic agent at Minot, N. D., for the- 
Minneapolis, St. Paul & Sault Ste. Marie 
Railroad. 

* * * 

A. S. Eaton has been appointed dis- 
trict freight and passenger agent of the 
Denver & Rio Grande Western Railroad 
Co., with headquarters at Cleveland. S. 
E. Mullikin has been appointed general 
agent, Cleveland. 

: * * * 

Charles N. Tackett has been appointed 
traveling freight agent at Spokane, 
Wash,. for the Western Pacific Railroad. 


* * * 


Rodger F. Walsh has been appointed 
freight and passenger representative for 
the Chicago Aurora & Elgin Railroad 
Ca. 


* * * 


D. H. Nicholson, returned from serv- 
ice with the United States Navy, has 
been appointed commercial agent of the 
Missouri-Kansas-Texas Railroad Co., 
with headquarters at Detroit. A. E. 
Brownell has been appointed perishable 
freight agent, Los Angeles, succeeding 
H. O. Bragonier, deceased. 

* * * 


A consolidation of the mail and ex- 
press, the baggage and milk traffic de- 
partments, of the Lackawanna Railroad 
has been announced. C. M. Lyon has 
been appointed manager, and M. P. Nel- 
son, assistant manager. The merger fol- 
lows the recent death of Henry Foulkes, 
Sr., superintendent of mail and express 
traffic. 

ok * * 

Captain J. R. Cooper, recently released 
by the armed forces, has re-associated 
himself with Inter-State Motor Freight 
System as assistant general freight 
agent, Cleveland. 

* * 


Don McClelland has been named sales 


TRAFFIC WORLD 


manager for All-States Freight, Inc.,, 
Akron, O. 
* * * 

G. P. Hackett has been appointed gen. 
eral freight agent, Milwaukee office, of 
the Republic Carloading & Distributing 
Co., Inc. 

* * * 

J. D. Ball, formerly manager of Ford 
Motor Co. at Des Moines, Ia., has been 
appointed truck sales manager with 
headquarters in Dearborn, Mich. 

* * * 

A. W. Frederickson, formerly district 
manager, Merchant Shippers Association, 
Inc., Oakland, Calif., has announced his 
re-entry into the field of traffic manage- 
ment, with G. A. Olson and Associates, 
shippers’ traffic representatives on the 
west coast. 

* * * 

Cc. A. Thoma has been appointed traf- 

fic manager with the Eastern Freight 


Traffic Service, general traffic mana- 


gers, in New York City. 


* * * 


Albert Clodfelter, traffic department, 
U. S. Industrial Alcohol Co., is the newly 
elected president of the Eastern Traffic 
Bureau, New York City. Other officers 
are: First vice-president, J. Lenahan, 
traveling freight agent, Canadian Pa- 
cific Railway; and second vice-president, 
Samuel P. Bartoletta, manager, North 
Braddock Motor Lines Co. The bureau 
meets the second and fourth Thursday 
of each month, at the Hotel Pennsyl- 


vania. 
* * * 


Gerald O. Hodge has been appointed 
general manager of Philadelphia Piers, 
Inc. Mr. Hodge is on terminal leave, 
having served with the Army transporta- 
tion corps since 1942, attaining the rank 
of lieutenant colonel. 

* * * 

Albert H. Charlton has been named 
sales manager of the aluminum division 
of the Reynolds Metals Co., with head- 
quarters in Louisville, Ky. 

* * * 


William J. Cumming, former chief of 
the maintenance section, Office of De- 
fense Transportation, has joined the 
White Motor Co. in Cleveland as super- 
intendent of field service operations. 

* * * 


E. J. Monahan has been appointed 
captain of police for the Milwaukee 
Road, with headquarters at La Crosse, 
Wis., succeeding F. E. Pooler who died 
October 31. M. V. Cunningham has been 
promoted to captain of police at Cedar 
Rapids, succeeding Mr. Monahan. 

* * * 


William T. Keller, formerly Pent 
sylvania-Central Airlines’ city traffic 
manager in New York, has been ap 
pointed district traffic manager for the 
P. C. A. in Rochester, N. Y. New sta 
tion managers have been announced 4a 
follows: F. D. Bartholomew, Rochester; 
Harold B. Simpson, Elmira-Corning, \. 
Y.; and Robert E. Probst, Williamsport, 
Pa. 


* * * 


Lt. Col. Orla St. Clair, after threé 
years of active service in the signal 
corps, U. S. Army, has become a membel 
of the law firm of Wheat, May, Shannol 
and St. Clair, with offices in Washing: 
ton, D. C., and San Francisco, Calif. 
Stanley M. Morley, formerly senior at: 
torney of the Federal Power Commis 
sion, has become associated with the 
firm. 
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Reconsignment — Conditioned instruc 


tions 


Texas.—Question: The fruit and vege- 
table trade uses a diversion form, on the 
bottom of which the request is made that 
car be not diverted if the through rate 
cannot be protected. 

Does this notation bind the carriers to 
the extent that they can collect only 
the published through rate in the event 
the car is diverted via route as provided 
for in the diversion order and the 
through rate is not applicable? Bear in 
mind that the rate itself is not stipu- 
lated in the diversion. 

Answer: In its report in Martin & Co. 
vs. Atchison, T. & S. F. Ry. Co., 176 
I. C. C. 573, the Commission found that 
a conflict between the routing instruc- 
tions and the rate named in the recon- 
signment order made it the duty of the 
carrier to whom the reconsigning in- 
structions were addressed to obtain fur- 
ther and definite instructions from the 
consignor and that its failure to do so 
rendered it liable for any damages which 
might result therefrom. See, also, Clark 
Fruit Co. vs. Louisville & N. R. Co., 
760. 4.:C. C. 365. 

Where, however, the shipment could 
not have been forwarded over any route 
over which a lower rate applied, there 
was no violation of the act. Fisher & Co. 
vs. Cleveland, C. C. & St. L. Ry. Co., 
178 I. C. C. 737; Chevrolet Motor Co. vs. 
Chicago, R. I. & P. Ry. Co., 1321. GAC. 
337; Pioneer Coal & Coke Co. vs. Chi- 
cago, B. & Q. R. R. Co., 190 I. C. C. 553. 

As to routing instructions which 
merely provide for the application of the 
through rate, see Milne Lumber Co. vs. 
Vicksburg, Shreveport & Pacific Rail- 
way Company, 142 I. C. C. 167. 

The findings in the report referred to 
above are supported by the reports in 
Ryon Grain Co. vs. Lehigh Valley R. 
Co., 215 I. C. C. 216; Duluth Chamber of 
Commerce vs. Chicago, B. & @. R. R. Co., 
210 I. C. C. 652 and J. B. Hill Grain Co. 
vs. Atchison, T. & S. F. Ry. Co., 206 
5 C.-C. 265. 


In Ryon Grain Co. vs. Lehigh Valley 
R. Co., 215 I. C. C., the Commission said: 


A commodity rate of 27 cents contempora- 
neously applied on buck-wheat from Williams- 
port to Quincy, applicable from Trumansburg 
under an intermediate-rate provision, but it 
did not apply over the route over which the 
shipments moved in accordance with direc- 
tions by the shipper. The rate applicable 
over the route of movement of those ship- 
ments, which was through Suspension Bridge, 
N. Y., and Detroit, Mich., at which latter 
point the shipments were reconsigned to 
Quincy, was 34.5 cents, the sum of the inter- 
mediate rates of 13 cents from Trumansburg 
to Suspension Bridge and 21.5 cents beyond. 
In the rate column in each of the bills of 


lading issued at the-time these shipments 
were reconsigned the word ‘‘thru’’ was in- 
serted by complainant. Complainant insists 
that the insertion of this word was equivalent 
to designation of the ‘lowest’ applicable rate 
from origin to destination over any route, 
which was a joint rate of 27 cents, and in sup- 
port of that position cites F. S. Martin & Co. 
vs. Atchison, T.&@& 3. F. Ry. Co.,. 1% 1. C. C. 
573, where division 5 said: 

“The conflict between the routing instruc- 
tions and the rate named in the reconsign- 
ment order made it the duty of the E. J. & 
E. to obtain further and definite. instructions 
from the consignor, and its failure to do so 
renders it liable for any damages to com- 
plainant which may have resulted therefrom.”’ 

That contention is without merit. In the 
proceeding cited and in others where the Com- 
mission has made similar findings, there were 
definite rate instructions in conflict with the 
routings specified by the shippers. The word 
“thru’’ inserted in the bills of lading here 
considered clearly had reference to the 
through rate from origin to destination in 
effect over the route specified by the shipper, 
whether it was a joint rate or a combination 
rate. 


Complainant urges also that prior to the , 


movement of the shipments considered lower 
rates than those applicable were quoted by 
defendants. It is well settled, however, that 
a misquotation of rates does not warrant 
an award of reparation. Milne Lbr. vs. Vicks- 
burg, S. & P. Ry. Co., 142 1 .C. C. 167. 


However, the findings in Globe Grain 
& Milling Co. vs. Chicago, B. & Q. R. 
Co., 225 I. C. C. 267 indicate that where 
the reconsigning tariff provides that 
when the reconsignment order requires 
protection of a rate and route or a rate 
or route, which could not be lawfully 
applied by way of the reconsigning point, 
prompt notice would be given to the 
party requesting the reconsignment and, 
unless the order also contained the al- 
ternative of forwarding the car as or- 
iginaly billed, the car would be stopped 
for orders, the carrier is liable for mis- 
routing if it fails to pursue that course. 


Notice of Claim—What Constitutes Rea- 
sonable Time for Delivery of Shipment 


California.—Question: We are con- 
fronted with a question which we are 
unable to satisfactorily answer, as to 
what constitutes a resonable period of 
time for delivery, in accordance with 
Section 2 (a) of the Contract Terms and 
Conditions of the Uniform Bill of Lad- 
ing, which states in part that claim must 
be filed within nine months after de- 
livery, or within nine months after a 
reasonable period of time for delivery. 

An interpretation of what the Inter- 
state Commerce Commission holds to be 
a reasonable period of time for delivery, 
and specific court decisions will be ap- 
preciated. 

Answer: In its decision in Chesapeake 
& Ohio R. R. Co. vs. Martin, 283 U. S. 
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209, 51 S. Ct. 453, the question you raise 
was before the court. The court said: 


The provision of the bill of lading that 
claim for loss in case of failure to deliver 
must be made within six months after the 
lapse of a reasonable time for delivery is au- 
thorized by federal statute and is valid and 
applicable, Georgia, Fla. & Ala. Ry. vs. Blish 
Co., 241 U. S. 190, 197; and, since it was 
issued in respect of an interstate shipment 
pursuant to an act of Congress, the bill of 
lading is an instrumentality of such com- 
merce, and the question whether its provi- 
sions have been complied with is a federal 
question to be determined by the application 
of federal law. Southern Express Co. v. 
Byers, 240 U. S. 612, 614; Southern Ry. v. 
Prescott, 240 U. S. 632-635-636; Georgia, Fla. 
& Ala. Ry. v. Blish Co., supra, p.195; St. 
Louis, I. Mt. & So. Ry. Co. v. Starbird, 243 
U. S. 592,595. 

The State Court of Appeals affirmed the 
judgment on the grounds that the evidence 
was sufficient to show compliance on the part 
of respondents with the requirement. of the 
bill of lading in respect of the time for mak- 
ing claim; and that, in any event, the peti- 
tioner was stopped from asserting noncom- 
pliance with that requirement. We are of 
opinion that neither ground is tenable. 

First. Since the claim for loss was not 
made until the expiration of six months and 
twenty days after the shipment, the first 
ground resolves itself into the question wheth- 
er twenty days was a reasonable time for the 
delivery of the car to the consignee. What 
constitutes a reasonable time depends upon 
the circumstances of the particular case. As 
applied to a case like this, it means such 
time as is necessary conveniently to transport 
and make delivery of the shipment in the 
ordnary course of business, in the light of the 
circumstances and conditions surrounding the 
transaction. Hazzard Co. v. Railroad Co., 121 
Me. 199, 202-203. Compare First Nat. Bank 
v. Pipe & Contractors’ Supply Co., 273 Fed. 
105, 107-108. 


In addition to the decision in Hazzard 
Co. vs. Railroad Co., 121 Me. 199, 116 
Atl. 258, cited by the Supreme Court, 
there are several other cases in which the 
question has been considered, namely, 
as t© what constitutes a reasonable time 
for delivery within the stipulation in the 
bill of lading for the filing of a claim in 
the event of the loss of a shipment. See 
Cohen vs. Southern Ry. Co., 193 N. E. 
480 (Ill.); Norfolk & Western Ry. Co. vs. 
Cosmopolitan Bank & Trust Co., 174 N. 
E. 801 (Ohio); American Ry. Express 
Co. vs. Roberts, Ill. S. E. 744 (Ga.); 
Babbitt vs. Grand Trunk Western Ry. 
Co., 120 N. E. 803 (Ill.); Payne vs. Smith, 
268 S. W. 243; Davis, Agt. vs. Rodgers, 
124 S. E. 408; Beltrauer Corp. Creamery 
Ass’n vs. American Ry. Express Co., 199 
N. W. 568. 

There is little uniformity in the find- 
ings of the courts in the cases cited 
above. In certain of these cases the court 
was quite lenient in determining what 
was a reasonable time. This was not the 
case as to the decisions in Chesapeake 
& O. R. R. Co. vs. Martin, 283 U. S. 209, 
51 S. Ct. 453 and Hazzard & Co., vs. 
Railroad, 116 Atl. 258. 


Reparation—Different Rates Over Dif- 
ferent Routes 


Connecticut. — Question: Several 
months ago carrier A reduced its rate, 
to meet motor competition, from station 
X to station Y. Station Y is served by 
five carriers and carrier A published the 
reduced rate in connection with all car- 
riers serving Y, with the exception of 
carrier B. Two months later, however, 
the same rate was made effective in con- 
nection with carrier B. In the mean- 
time fifteen cars moved from station X 
to Y via carriers A and B. 

In view of the fact that carrier A re- 
duced its rate to station Y for all de- 
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liveries except B’s, the question arises 
as to whether or not we would be jus- 
tified in filing claim for reparation 
against carrier A on the grounds of un- 
due preference and unreasonableness. 

We shall be pleased to have your ad- 
vice of any Interstate Commerce Com- 
mission cases or opinions regarding the 
above situation. 

Answer: While the Commission has 
held that the existence of a lower rate 
over a route other than the particular 
route of movement and the subsequent 
reduction of the rate over the particular 
route is not sufficient to establish the 
unreasonableness of the previous rate, it 
has been held that if the rate assessed 
was unreasonable the carrier should 
make reparation irrespective of the fact 
that the shipper would have enjoyed a 
lower rate if his shipments had moved 
through a different gateway or over a 
different route. Continental Paper Bag 
Co. vs. Louisville & N. Ry. Co., 42 I. C. 
C. 489; Helena Traffic Bureau vs. Di- 
rector-General, 55 I. C. C. 708; Shoute & 
Co. vs. Tex. & B. V. Ry. Co., 26 I. C. C. 
570; Mississippi River & Bonne Terre 
Ry. Co. vs. Director-General, 55 I. C. C. 
674; Canton Bridge Co. vs. Baltimore & 
Ohio R. R. Co., 107 I. C. C. 141. 


Routing and Misrouting 


Kentucky.—Question: The bill of lad- 
ing covering a car of lumber from a 
point in Tennessee to a point in Minne- 
sota carries a rate of 49% cents per 
100 pounds and routing as follows: 

“C. & E. I., provided the lowest rate 
will apply.” 

The rate via the C. & E. IL. is 49% 
cents per 100 pounds. The rate via Cairo, 
Ill., and lines other than the C. & E. I. 
is 45 cents per 100 pounds. 

Do the instructions “provided the low- 
est rate will apply,” make it the duty 
of the carrier’s agent to ascertain from 
the shipper whether the instructions as 
to the rate or the route via the C. & 
E. I. are to govern? 

The carrier claims that the rate in- 
serted in the bill of lading was consist- 
ent with the routing shown, and de- 
clines to protect the lower rate. How- 
ever, it seems to me that the rate was 
not consistent with the routing shown, 
because there was a lower rate via an- 
other route. 

I would appreciate your advice on the 






















































Typographical Error 
In Crooks Advertisement 


In the Crooks Terminal two page green and black 
advertisement on pages 1190 and 1191, November 
17, 1945, Traffic World, the Chicago address should 
have been 433 W. Harrison Street instead of 188. 





subject with any supporting decision of 
the Interstate Commerce Commission. 

Answer: We are unable to locate a de- 
cision of the Commission specifically in 
point, but in a case involving handling 
under a reconsignment order, namely, 
Fisher & Co. vs. Cleveland, C. C. & St. 
L. Ry. Co., 178 L -C. C. 737%, the Com- 
mission considered whether routing via 
a given carrier, together with the state- 
ment “through rate from shipping point 
to destination must apply,” constituted 
a conflict in the routing instructions re- 
quiring the carrier to demand further 
instructions. The Commission cited two 
cases, namely Gibson Fruit Co. vs. Chi- 
cago & N. W. Ry. Co., 21 I. C. C. 644, 
and Milne Lumber Co. vs. Vicksburg, 
S. & P. Ry. Co., 142 I. C. C. 167. 

In the first of these two cases the 
Commission found there was misrouting, 
but in the latter case found there was 
no misrouting. The finding of misrout- 
ing was based upon the fact that there 
was a through route beyond the recon- 
signment point, the use of which would 
have made the rate specified by the 
shipper applicable. In the other case 
there was no route beyond the reconsign- 


. IN SAFETY 
VA and SERVICE 


—with millions of miles’ experience every 
year in the long distance moving of house- 
hold goods. 
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GOVERNMENT-OWNED 


TERMINAL 
PETROLEUM 
FACILITIES 


For Rail and Water 
FOR SALE or LEASE 


The Reconstruction Finance 
Corporation, a disposal agency 
designated by the Surplus Prop- 
erty Administration, will receive 
proposals for the purchase or 
lease of the following properties 
in the interest of continued em- 
ployment. These properties 
were acquired by various agen- 
cies of the government for pro- 
duction in the war effort, and 
are now, or shortly will be, de- 
clared surplus to government 
needs. 


Listing of these plants by 
name of lessee is for identifica- 
tion purposes only, and has no 
connection with the lessees’ own 
plants or facilities. 


PANAMA CITY, Florida (Plancor 1595) 
General American Transportation 
Corporation 


Approx. 360 acres. Administration Build- 
ing and Boiler House. Three Tank Car 
Loading Racks, Trackage, Four Un- 
loading Docks. Nine 55,000 bbl. and one 
80,000 bbl. Steel Storage Tanks equipped 
with Graham Suction Heaters. Ma- 
chinery, equipment and tools. Office fur- 
niture and fixtures. Water reservoir. 
Utilities. 





JACKSONVILLE, Florida 
(Plancor 1595A) —General American 
Transportation Corporation 


Approx. 229 acres. Administration Build- 
ing. Boiler House. Garage and Ware- 
house, and Field Office Building. Two 
Tank Car Unloading Racks, Trackage, 
Two Docks. Two 55,000 bbl. and two 
80,000 bbl. Steel Storage Tanks equipped 
with Graham Suction Heaters. Pumping 
Stations. Machinery, equipment and 
tools. Office furniture and fixtures. 
Utilities. 
& 


Persons interested in obtaining 
full information ‘about these 
properties, and in negotiating 
for their purchase or lease, 
should communicate with the 
local RFC disposal agency listed 
below. All data contained here- 
in are necessarily abbreviated 
and subject to correction. They 
are not intended for use as a 
basis for negotiation. RFC re- 
serves the right to reject any or 
all proposals or offers received 
for the above properties. 


Reconstruction 
Finance Corporation 


SURPLUS PROPERTY DIVISION 
WESTERN UNION BUILDING 
JACKSONVILLE 2, FLORIDA 

Phone: 5-1650 
142-T 
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ing point, the use of which would have 
caused the application of a lower through 
rate than that charged. 

It is our opinion that in the instant 
case the principle of the decision in 
Fisher & Co. vs. Cleveland, C. C. & St. L. 
Ry. Co., 178 I. C. C. 737, is applicable. 


Refusal of Damaged Goods by Con- 
signee 


Indiana.—Question: A matter has been 
placed before us concerning a loss and 
damage claim as to which we would ap- 
preciate very much your views. 

A shipment of radiators moved from 
A to B, and upon dilevery one radiator 
was found damaged, whereupon the con- 
signee refused to accept the article and 
instructed us to return it to their plant 
at A. The article was repaired and re- 
turned to B. Upon arrival at B, the con- 
signee again refused to accept the ar- 
ticle, stating that it was necessary to 
secure a replacement by purchasing else- 
where. The representative of the shipper 
in B then furnished disposition and in- 
structed the carrier to return the article 
to their plant at A. 

On each movement from A to B and 
on the return trip to be repaired, and 


also on each successive trip to and from — 


A to B, freight charges were assessed 
and collected thereon. 

The shipper is now filing claim for the 
recovery of damage sustained to the 
shipment, in addition to the freight 
charges accruing on each move, alleg- 
ing that the claimant is entitled to a re- 
fund of all accrued earned revenue, in 
addition to damages, as it was an addi- 
tional expense incurred upon the ship- 
per by virtue of the fact that the carrier 
damaged the shipment in the original 
move, notwithstanding that it was nec- 
essary for them to traverse this route in 
an effort to effect delivery of the ma- 
terial. 

Answer: Although there is some au- 


C. Alvin Bertel, president, board of 
commissioners of the Port of New Or- 
leans, spoke on “An Innovation in Port 
Policy” at the: November 19 meeting of 
the Traffic Club of New Orleans, at the 
Hotel Roosevelt. The club held a sup- 
oy dance November 17 at the Jung Ho- 
tel. 


T. L. Peeler, Jr., district freight and 
passenger agent of the Katy Railroad, 
was elected president of the Traffic Club 
of Tulsa, at the November 6 meeting in 
the Mayo Hotel. Other officers elected 
are; Vice-president, F. A. Shellhorn, 
traffic manager, Hanlon-Buchanon, Inc.; 
secretary-treasurer, P. A. Buck, traffic 
manager, Danciger Oil & Refining Co.; 
directors: M. J. Caldwell, general agent, 
Kansas City Southern Railway; Ed. 
Haugh, traffic representative, Bethlehem 
Supply Co.; and R. L. Fisher, traffic 
manager, Moorlane Co. These officers 
will be installed at the club’s annual in- 
stallation and dinner dance to be held 
December 4 at the Mayo Hotel. 


J. E. Markey of the Erie Railroad was 
elected president of the Calumet Trans- 


thority to the contrary, where the goods 
are injured during transportation, or 
part of them are lost, the consignee, it is 
said, cannot abandon the consignment 
and sue for the full value, but must ac- 
cept the goods as idered and sue for 
damages. Myer vs. Vicksburg R. Co., 6 
Sou. 218; Morell vs. Northern Central 
R. Co. (N. Y.), 16 Hun. 585; Freeman 
vs. Weir, 94 N. Y. S. 327; Central of 
Ga. R. Co. vs. Montmollen, 39 Sou. 820; 
Parsons vs. U. S. Express Co., 123 N. W. 
776; Reason vs. Detroit, etc., R. Co., 113 
NM: W., aoe; C.. C..C. & St.-L. Ry. Co. ve: 
Bement-Rea Co., 154 N. E. 32; Crinella 
vs. Northwestern Pac. R. Co., 259 Pac. 
774; Patterson vs. R. Co., 195 S. W. 1163, 
and R. Co. vs. Novet, 199 S. W. 496. 

Where goods are injured in transpor- 
tation the measure of damages is the 
difference between the market value at 
destination in the condition in which the 
goods were received and their market 
value in an uninjured condition. 

We know of no decision of the courts 
which includes in the amount of the dam- 
ages awarded for injury to a shipment 
the amount of the transportation charges 
on a duplicate shipment. 

The Commission has, in two cases, 
namely, Larkin Co. vs. E. & W. Trans- 
portation Co., 34 I. C. C. 106, and I. & 
S. Docket 914, Lost and Damaged 
Freight Replacements, 43 I. C. C. 257, 
had before it the question of the carrier 
transporting free of charge goods 
shipped to replace lost or damaged ar- 
ticles. 

Apparently, a carrier may lawfully in- 
clude transportation charges as an in- 
tegral part of a claim for damage to 
property but only to the extent that the 
accrual of transportation charges is the 
result of its negligence. 

In the instant case it appears that 
transportation services were performed 
which are not properly chargeable to 
the carriers. 


portation Association at the recent elec- 
tions. Other officers elected are: Vice- 
president, W. A. Witt, Screw Conveyor 
Corporation; and secretary-treasurer, L. 
E. Gardner, Combustion Engineering Co., 
Ine. The association will hold its eighth 
annual ladies’ Christmas party, Decem- 
ker 19, at Daly Hall in Hammond, Ind. 

C. M. Gustafson, supervisor of train- 
ing, Railway Express Agency, Chicago, 
spoke on “Specialized Transportation, 
Past and Present” at the November 20 
meeting of the Transportation Club of 
Des Moines, Ia., at the Commodore 
Hotel. 

Roundy Coughlin, sports columnist, 
will be the speaker of the evening at the 
thirteenth annual dinner of the Green 
Bay Traffic Club, December 4, at the 
Northland Hotel. Mr. Coughlin will be 
presented by Jerome Fox, toastmaster. 


James E. Craig, chief editorial writer 
of the New York Sun, will speak on 
“Front Page News” at the November 
meeting of the Women’s Traffic Club of 
Greater New York. The club held a 
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‘Thanksgiving luncheon November 17 at 
the Hotel Commodore. 


Herb Paul, foreign correspondent of 
the Minneapolis Star-Journal, spoke on 
his experiences in the Pacific, at the 
November 20 meeting of the Transporta- 
tion Club of St. Paul, at the Hotel 
Lowry. 


Dr. Paul De River, director of the sex 
offense bureau of the Los Angeles police 
department, spoke on “Criminal Person- 
alities” at the November 19 meeting of 
the Los Angeles Transportation Club, at 
the Biltmore Hotel. George S. Scott, as- 
sistant division freight agent, Santa Fe 
Railway, was chairman of the day. 


The Norfolk-Portsmouth Traffic Club 
of Norfolk, Va., met November 15 at the 
Albany Restaurant. Sound pictures were 
presented, through the courtesy of the 
Coast Guard. 


The Traffic Club of New Britain, 
Conn., will hold its next regular meeting 
at the Hotel Sheraton, December 3, with 
dinner at 6 p. m. 


Lachlan Macleay, president of the Mis- 
sissippi Valley Association, will speak in 
opposition to the Murray bill to create a 
Missouri Valley Authority, at the De- 
cember 5 meeting of the Junior Traffic 
Club of Metropolitan St. Louis, at the 
DeSoto Hotel. The club will hold its 
annual fall dance December 1 at the 
DeSoto Hotel. George A. Florida is 
chairman of the dance committee. 


Van E. Robert was recently elected 
president of the Corpus Christi, Tex., 
Traffic Association. Other officers chosen 
are: Vice-president, O. D. Kincannon, 
Jr.; secretary, W. G. Bridgewater, Jr.; 
treasurer, Mrs. Margaret Hawkins; pro- 
gram chairman, S. W. Mitchell; and pub- 
licity chairman, Ray Shearer. The asso- 
ciation has endorsed an institution for 
traffic management. The next regular 
meeting of the group will be December 
id. 


Henry W. Coffman spoke on “City 
Planning and Industrial Development” 
at the November 19 toastmaster’s forum 
of the Junior Traffic Club of Chicago, 
at the Mandel Bros. Restaurant. Victor 
L. Emery was toastmaster, and Fred 
Willson was critic. 


Oliver P. Caldwell, freight traffic 
manager of the Luckenbach Steamship 
Co., spoke on “Intercoastal Business,” 
and Charles E. Williams, general pas- 
senger agent, New York, New Haven 
& Hartford Railroad, spoke on ‘‘Passen- 
ger Reservations,” at the November 19 
meeting of the Bridgeport, Conn., Traffic 
Association, at the Stratfield Hotel. 


The Bridgeport Women’s Traffic Club 
will hold a dinner dance November 27 
in the Hotel Barnum. 

The rate study group of the Trans- 
portation Club of Atlanta, Ga., held its 
opening session November 6 in the 
Chamber of Commerce Building, with 23 
in attendance. H. Bickley Harris, of the 
Atlanta Freight Bureau, was instructor. 
J. A. Snitzer, Jr., of the Coca-Cola Co., 
acted as chairman pro tem. . 


The Traffic Club of New York will 
hold its -annual members’; dinner and 
election of officers November 26 at the 
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Hotel Biltmore. H. H. Meyer is chair- 
man of the dinner committee, and E. A. 
O’Brien is chairman of the entertain- 
ment committee. 


T. F. Luedke, traffic department, Mc- 
Cormick Steamship Division, Pope & 
Talbot, Inc., was elected president of the 
Pacific Traffic Association of San Fran- 
cisco, at the November 13 meeting 
in the Palace Hotel. Other officers 
elected are: First vice-president, H. A. 
Kern, vice-president, Bekins, Van & 
Storage Co.; second vice-president, C. J. 
Harbeke, general agent, Denver & Rio 
Grande Western Railroad; third vice- 
president, Robert Tuggy, regional man- 
ager, Wells Fargo Carloading Co.; sec- 
retary, Rudolph Illing, chief rate clerk, 
Columbia Steel Co.; treasurer, Thomas 
W. Harris, Jr., district traffic manager, 
American Tobacco Co.; directors: Ralph 
A. Branham, freight traffic agent, West- 
ern Pacific Railroad Co.; Lloyd W. Kar- 
dell, manager, National Carloading Cor- 
poration; Charles Robbins, traffic repre- 
sentative, American Airlines, Inc.; and 
Robert.K. Hunter, port traffic manager, 
Boatth of ‘State Harbor Commissioners. 
f. 2% 


* W:F. “Yingling of the National Motor 
Freight Classification Committee and 
John Doeler, traffic manager, Richard- 
son Co., New® Brunswick, N. J., were 


speakers at the November 13 meeting of 


the Raritan Traffic Club, New Bruns- 
wick, at the Roger Smith Hotel. 


Congressman Karl E. Mundt of South 
Dakota will be guest speaker at the an- 
nual dinner of the Traffic Club of Min- 
neapolis, December 6, at Hotel Nicollet. 
Joseph P. Roddy, club president, will 
preside, and T. Aldo Johnson, general 
committee chairman, will conduct the 
program. 


The Cincinnati Traffic Club will hold 
its annual pre-holiday dance December 
1 at the Hotel Gibson. 

The Birmingham Traffic and Trans- 
portation Club will hold its fifteenth an- 
nual gridiron dinner November 26 at 
the Hotel Thomas Jefferson. C. E. Brad- 
ley, general agent of the Baltimore & 


A. T. C. Traffic Institute Plan 


Ohio Railroad, is chairman of the grid- 
iron committee. 


The Traffic Club of Wilmington, Del., 
will hold a dividend dinner meeting De- 
cember 5 at the Hotel du Pont, at which 
annual reports by the chairmen of the 
standing and special committees will be 
presented, and an election of officers 
held. The club will hold its annual din- 
ner dance December 8 at the du Pont 
Country Club. R. J. McCormick is gen- 
eral chairman in charge of the affair. 


The Buffalo Traffic Club met Novem- 
ber 20 at Hotel Worth, discussing several 
proposed amendments to the constitu- 
tion. 


A floor show will be presented at the 
final 1945 meeting of the Fort Wayne 
Transportation Club, November 29, at 
the Anthony Hotel. Ken Jackson is gen- 
eral chairman. The club has scheduled 
its first post-war annual dinner for 
March 28, and JoJe Hammen has been 
designated banquet chairman. 


Gerald E. Jessup, district supervisor 
of the Interestate Commerce Commis- 
sion, Philadelphia, discussed the Com- 
mission’s regulations at the November 
15 meeting of the Women’s Traffic Club 
of Reading, Pa., at the Abraham Lincoln 
Hotel. 


H. A. Hollopeter of the Indiana.State 
Chamber of Commerce spoke on “The 
General Class Rate Investigation,” at the 
annual Thanksgiving dinner meeting of 
the Eastern Indiana Transportation Club, 
November 15, in the Hotel Roberts, 
Muncie, Ind. At its meeting December 
5 at the same hotel, the club will elect 
officers. 


The Transportation Club of the Roch- 
ester Chamber of Commerce will hold a 
Christmas party December 13, at the 
Doud Post American Legion. 


Charles W. Peters, humorist, will be 
guest speaker at the twenty-sixth annual 
dinner and election of officers of the 
Canton Traffic Club, December 4, at the 
Onesto Hotel. J. R. Ellis will be toast- 
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master. G. H. Heberling is chairman of 
the dinner committee. 

A group of sports celebrities spoke at 
the industrial night meeting of the Oak. 
land Traffic Club, November 20, at the 
Athens Athletic Club. 


James H. Quick, assistant to the presi- 
dent, Aircraft Industries Association of 
America, Los Angeles, was the speaker 
at the inaugural dinner of the newly or- 
ganized Fresno Transportation Club of 
Fresno, Calif., held recently at the Cali- 
fornia Hotel. Recently elected officers 
of the club are: President, Edward 
Rutherford, division traffic manager, 
California Vineyards Association; first 
vice-president, George A. Vawter, traffic 
manager, Sun Maid Raisin Growers As. 
sociation; second vice-president, William 
J. Cecil, managing director, Grape 
Growers and Tree Fruit Association; 
treasurer, Sherman Forrester, secretary, 
Fresno Merchants Association; and sec- 
retary, Benton Paschall, Bekins Van & 
Storage Co. Governors of the club are: 
Charles F. Sells, The Fresno Bee; 
Arthur Tempel, Cameo Vineyards Co.; 
Harold Frasher, Valley Motor Lines; 
James G. Tucker, United Air Lines; 
G. E. Harrison, Santa Fe, and H. E. Mce- 
Naught, Southern Pacific. 


The Traffic Club of Denver will hold 
its annual ‘Christmas dinner dance De- 
cember 15 at the Cosmopolitan Hotel. 
At this event the club will celebrate its 
silver anniversary. The club held its an- 
nual turkey raffle party November 8 at 
Daniels & Fisher Stores Co. 


The Traffic Club of Wichita will hold 
its annual Kansas City dinner dance De- 
cember 5 at the Lassen Hotel. A. E. 
Herrman, general agent for the Nickel 
Plate Road, is honorary chairman for 
this party. Results of the balloting for 
new officers will be announced at the 
party. 


The Traffic Club of Cleveland will 
hold a dinner dance December 1 at the 
Hotel Statler. S. Marvin Graham, of the 
Burlington Lines, is chairman. 


these other groups in their efforts toward the attainment of professional 
status and recognition. 


The Associated Traffic Clubs of America, through its presi- 
dent, Frederick A. Doebber, announces that a meeting will take 
place early in 1946 for the purpose of laying the foundation for 


the American Institute of Transportation and Traffic Manage- 
ment. 


The establishment of the Institute will be under the spon- 
sorship and encouragement of The Associated Traffic Clubs of 
America which has had a committee studying the subject for a 
number of years. Dr. G. Lloyd Wilson, professor of transporta- 
tion, Universit yof Pennsylvania, vice-president in charge of ed- 
ucation and research for the Associated Traffic Clubs, has writ- 
ten a number of articles on the subject. One of his recent aritcles 
appeared in the September 8 Traffic World. A recent statement 
by him on the subject includes the following: 


In the past generation there has been a well defined trend toward 
specialization in business management. This trend has been intensified 
in the past decade. Many specialized phases of business management, 
including particularly accounting, purchasing, sales and insurance, have 
become professionalized through organized and directed preparation, an 
increasing technical literature, clarified procedures, and objective stand- 
ards of attainment. Institutes to assist aspirants seeking training and 
recognition of their attainments have beer successfully established and 
maintained in all of these fields. These managerial lines of endeavor 
have taken their proper places as professions at the side of the ancient 
professions of the clergy, arms, law, medicine, engineering, and other 
more recently recognized professional groups. 


During this period there has been an increasing interest among 
those engaged in transportation and traffic management to join with 


The proposed American Institute of Transportation and Traffic 
Management is designed to assist those in this aspect of business man- 
agerial work to attain the professional status and recognition. 

The time has come in transportation and traffic management whel 
those engaged in this field of management must either join with those 
in the other specialized fields or fall behind in the march of progress. 


Lowe P. Siddons, general traffic manager, Holly Sugar 
Corporation, Colorado Springs, Col., is chairman of the com: 
mittee on professionalization of traffic management of The As- 
sociated Traffic Clubs, also has written a number of informative 
articles on the subject. 

The project contemplates the establishment of various 
classes or groups of persons in the transportation field, with 
those in the senior group extending help to those in the lowe! 
groups. By this method it is hoped that elevation and improve 
ment in general for the entire field will follow. 

Interest in the establishment of the Institute has been dis: 
played by a number of persons and groups. The subject has 
been under active consideration for some time, and many 0 
the shipper and carrier fields feel that the time is opportuné 
to proceed definitely with the development of the plan. 


CENTRAL V/ESTERN ADVISORY BOARD 


Eugene B. Chaffee, president, Boise Junior College, Boise, 
Idaho, will speak on the subject, “Westward the Star of Em: 
pire,” at a luncheon session of the Central Western Shippers 
Advisory Board, in connection with the board’s fifty-second 
regular meeting December 6 at the Hotel Boise, Boise, Idaho. 
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AMERICAN-HAWAIIAN 
_ INTERCOASTAL SERVICE RESUMED 


SAILINGS—Weekly on fixed sailing dates between 
North Atlantic and Pacific ports.* 


TRANSIT TIME—Reduced substantially. 
RATES—No higher than those of any other line. 


SERVICE—In accordance with American-Hawaiian 
tradition. 


*Additional sailings to and from South Atlantic ports of Baltimore, Norfolk, Wilmington, N. C.,1 Charleston, Savannah and 
Jacksonville,’ at 35 day intervals. 
1 Hastbound only. 


AMERICAN-HAWAIIAN STEAMSHIP COMPANY 


(Agent for War Shipping Administration) 


90 Broad Street, New York 
215 Market Street, San Francisco 


Boston © Philadelphia © Baltimore © Nosfolk © Wilmington, N. C. © Charleston © Savannah ® Jacksonville 
Chicago © Los Angeles ® San Francisco ® Portland ® Seattle © Tacoma 


QUAKER LINE | 


States Steamship Co. — Pacific Atlantic S. S. Co. 
Marine Bldg. — Vancouver, Wash. 


FAST INTERCOASTAL SERVICE 


Serving gy Important Gateways 


A) x 

IL BLUFFS (OMAH : 

ago _ MINNESOTA TRANSFER aon is 
ST 


For information as to sailings, ports, rates and other conditions 


apply as above or to 


R..A. Nicol & Co., Inc., Gen. Eastern Agents 
17 Battery Place, New York 4 
Telephone—Wh 4-7580 


CWCCWMeqqqqqW@@qT@WwwwWWV~—J@V@ZJ@@U/)- 


LYON COVERS | 
eg THE WEST COAST | 


WN 







Victory Type Vessels that 


mean greater speed to your 7 
If the consignment is to any 
point in California, Oregon 
or Washington, specify Lyon. 
Offices in San Diego, Los 
Angeles, Fresno, Sacramen- 
to, San Francisco, Portland, 
Tacoma, Seattle. Member of 
AWA, NFWA, Allied Vans. 


MAIN OFFICES: LOS ANGELES, CALIFORNIA 


OQ 


water-borne shipments. 


POPE 2 TALBOT. INC. 
M‘CORMICK STEAMSHIP DIVISION 
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Mr. Chaffee will be introduced by Steve T. Collins, president 
of the Boise Chamber of Commerce, toastmaster. F. J. Rebhan, 
general chairman of the advisory board, and traffic manager, 
American Crystal Sugar Co., Denver, Colo., will preside. 

Governor C. C. Gossett, Idaho, will welcome the board 
meeting at its morning session. J. R. Simplot, president, Simplot 
Dehydrating Co., Caldwell, Idaho, will speak on “Development 
of Western Agriculture,” and R. E. Clark, manager, closed car 
section, Association of American Railroads, will report on the 
national transportation situation. The following committee re- 
ports will be made: Executive committee, W. M. Wharton; 
banking committee, E. O. Howard; freight loss and damage 
prevention, H. H. Ellsworth; general car efficiency committee, 
W. F. Kiesler; L. C. L. transportation, F. R. Russell; railroad 
contact committee, P. J. Lynch; and report of the district man- 
ager, car service division, A. A. R., G. D. Davis. 

Various committees, including the executive and railroad 
contact groups, will meet December 5 at the Hotel Boise. 


() Barnard on Transportation Policy 


Expressing his firm adherence to the national transportation 
policy as embodied in the interstate commerce act, Commissioner 
Barnard told a meeting of the Civitan Club of Washington, 
D. C., November 20, that he would strenuously oppose the ap- 
proval of rates proposed by any type of carrier “so designed by 
cutting under as to take business away from the carrier logically 
entitled to have it where such rates are clearly shown to be 
non-compensatory rates and published for the purpose purely 
of eliminating competition.” 

Continuing, he said: 

“T will not lend myself to any kind of regulation which will 
deal unfairly with the public and deny to the public, by a method 
of rates, its right to enjoy cheaper and more efficient transpor- 
tation by some other kind of transporting agency. That, in my 
view, violates the express provisions of the transportation policy 
and should not be tolerated. For example, rate structures which 
involve traffic which may move from origin to destination by 
both rail and water carriers must not be designed so as to 
exclude the water carrier from participation in that haul or 
penalize the public if it can advantage itself in cheaper rates by 
the use of water transportation. .. .” 

He said he did not overlook the increasing complexity of 
“our transportation,” or the highly competitive situation among 
the various kinds of transportation agencies, but said he refused 
to be discouraged and “still hold to the view that there is a 
useful and necessary place, and that there will continue to be a 
useful and necessary place for all kinds of transportation, and I 
also believe that, even in peace times, there is enough traffic for 
all who are engaged in moving it, for each to earn a living if, 
as we Say out in Indiana, some don’t ‘Hog the trough.’ ” 

Commissioner Barnard said he did not subscribe to what he 
called the “defeatist attitude” of those who held the view that, 
because. of the keenness of competition and because of the 
greater speed with which some. kinds of transportation could 
move traffic, some of the others would have “to go down.” 

He said the various types of transportation must be co- 
ordinated in such a way as best to serve the interests of the 
nation and be fair to the competing agencies. He said the Com- 
mission was faced with the toughest problem transportation had 
ever offered it for solution, and that “I have confidence that this 
situation will be met and solved fairly, justly and in such a 
fashion as to foster and preserve all kinds of transportation.” 


A. A. R. DINNER FOR JOHNSON 


The Association of American Railroads will give a dinner 
in honor of Director Johnson, of the Office of Defense Trans- 
portation, Dec. 6, at the Mayflower Hotel, Washington, D. C. 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: - 


Joseph Francis Abernathy, Philadelphia, Pa.; Arthur Milton Bas- 
tress, Baltimore, Md.; O. D. Bates, Dallas, Tex.; John Elmer Bellwoar, 
Philadelphia, Pa.; Frederick W. Bennett, Youngstown, O.; Charles Pae 
Beyer, Erie, Pa.; Frank Clay Biggs, Washington, D. C.; Bernard Joseph 
Brady, Newark, N. J.; Roy Willard Bryant, Washington,’D. C.; Bernard 
A. Butryman, Hartford, Conn.; Levin Johnson Canter, Baltimore, Md.; 
John Weston Carlisle, Watertown, S. Dak.; Thomas Alexander Clydes- 
dale, Philadelphia, Pa.; Peter Cohn, Paterson, N. J.; Harry Gibbes 
Crafts, St. Louis, Mo.; Andrew John Dallstream, Chicago, Ill.; Edward 
J. Derenthal, Baltimore, Md.; Thomas Joseph Fitzgerald, Denver, 
Colo.; John J. Flynn, Philadelphia, Pa.; Robert L. Franke, Johnstown, 
Pa.; Theodore Russell Glick, Philadelphia, Pa.; Dale E. Gordon, Balti- 
more, Md.; Paul Nathaniel Haskell, Galveston, Tex.; Robert L. Hillyer, 
Bridgeton, N. J.; C. Robert Hoffman, Philadelphia, Pa.; Ollie W. Hub- 
bard, Baltimore, Md.; John Smart Jarrett, Denver, Colo. 
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Frank A. Johnson, Chicago, Ill.; Leonard Kirson, Chicago, Iil.: 
Eugene Landis, Chicago, Ill.; Silas R. Lepley, Chicago, I1l.; Julius Levin, 
Baltimore, Md.; Vernon James Loveland, Rutland, Vt.; Richard R. 
Lyman, Toledo, O.; Alvah Leonard McGahey, Philadelphia, Pa.; Edward 
Samuel Patterson, St. Louis, Mo.; Gregory Bruce Perry, El Paso, Tex.: 
Vern W. Porter, Indianapolis, Ind.; Ellis R. Randall, Arlington, Va.: 
Richard Harlan Ross, Indianapolis, Ind.; Willard E. Skeel, Seattle. 
Wash.; S. Clair Stokley, Marcus Hook, Pa.; Earl Hal Thomas, Chi- 
cago, Ill.;; Harold D. Torgan, Denver, Colo.; Walter Lennig Travis, 
Philadelphia, Pa.; Jacob Albert Tucker, Philadelphia, Pa.; Everett A. 


Weathers, Chicago, Ill.; Henry B. Weaver, Jr., Washington, D. C.: and 
Oscar Paul Wieland, St. Louis, Mo. 


COLLEGE OF ADVANCED TRAFFIC ALUMNI ELECTS 


The Alumni Association of the College of Advanced Traffic, 
at its annual meeting at the Morrison Hotel, Chicago, November 
20, elected the following officers: 

President, Ray Haggerty, U. S. Army, transportation divi- 
sion; vice-president, H. E. Tracy, Merchants Shippers; treas- 
urer, Steve Moore, P. & A. Shippers, Inc.; recording secretary, 
E. A. Weathers, Continental Can Co.; financial secretary, John 
Murphy, Standard Freight Lines; parliamentarian, D. R. Bayliss, 
American Traffic Institute; members of the board of directors, 
Hugo Zierfuss, P. & A. Shippers Inc., and Howard Schauble, 
Boothe Fisheries. 

Robert J. Bayer, editor, the Traffic World, announced to 
the association the acquisition of the College of Advanced Traf- 
fic by the Traffic Service Corporation. The association unani- 
mously adopted a resolution pledging continued support and 
cooperation to the college and its new owners, comment on 
which is made on the editorial page of this issue. 





1946 PACKAGING EXPOSITION 


The Packaging Exposition of 1946 will be held in the pub- 
lic auditorium, Atlantic City, N. J., April 2 to 5, inclusive, 
1946, it has been announced by the American Management As- 
sociation, the sponsoring organization, which said the 1946 ex- 
position would be the largest in its 15-year history, with some 
150 leading manufacturers of equipment, machinery, supplies 
and services essential to the field of packaging, packing and 
shipping, participating. Concurrently with the exposition, the 
A. M. A. will hold a conference on packaging, packing and 
shipping. 


C. & O., Nickel Plate Offer 


The Chesapeake & Ohio Railway and the Nickel Plate Road, 
in an advertisement published November 21, announced they 
stand ready to join with other railroads to start through sleep- 
ing car service from coast to coast without delay. The text 
of the advertisement states in part: 


Our American railroad system, for all its fine accomplishments, is 
woefully inadequate in one important respect. The traveler cannot go 
from one of our coasts to the other by through sleeping car service. He 
must break his trip—at Chicago, St. Louis, Memphis, or New Orleans. 
Even if he rides the crack trains, he must still change at these points— 
often with a wait of several hours in between... . 

Why should travelers have to put up with this? Why should there 
be a dividing line beyond which you cannot pass without changing 
trains? Isn’t it high time the travelers of this country enjoyed the 
benefits of through sleeping car service all the way from coast to coast? 

And why shouldn’t they get it? Is it because of the physical problem 
that would be involved in transferring sleeping cars from one road to 
another? Is it because schedules would have to be readjusted to main- 
tain conveniént departure and arrival times? Surely, such problems can 
be worked out—and should be worked out—in the interest of the travel- 
ing public.... 

We are so convinced that action should be taken, and taken without 
more delay, that we go on record as follows: Chesapeake & Ohio, whose 
western passenger terminus is Cincinnati, stands ready now to join 
with any combination of other railroads to set up through sleeping cat 
service from coast to coast on practical schedules and routes. The 
Nickel Plate Road, which runs to Chicago and St. Louis, also stands 
ready now to join with any combination of roads to set up the same 
kind of through transcontinental sleeping car service. 

Through sleeping car service is bound to come. Because it is s0 
much in the public’s interest, it is also in the interest of all railroad 
people and all railroad investors. We invite their support—and the 
support of all who travel—for this badly needed improvement in rail 
transportation. 


Cc. R. Smith, chairman of the board, American Airlines, 
Inc., in a speech delivered before the American Petroleum In- 
stitute in Chicago, November 14 (see Traffic World, Novembe! 
17, p. 1218), had charged the railroads with failure to provide 
through passenger service. “The rail carriers propose the op- 
portunity of through service as one of the requirements for in- 
tegration,” he said. “Yet, you who have purchased many 4 
railroad ticket, know that through trains from New York to 
Los Angeles, from Washington to San Francisco, and from 
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In the Heart of America 
and Its Trade Territory 


Complete service for merchan- 
dise shippers into this capital of 
the great Southwest. We act as 
your traffic, freight and warehous- 
ing department. Pool car unload- 
ing and forwarding. Convenient to 
all freight terminals. Private 12- 
= a tracks. Write for full 
etails, 


MEMBER OF 
American Chain of Warehouses, Inc. 


NEW YORK OFFICE 
Phones: Plaza 3-1234, 3-1235 


CHICAGO OFFICE 
Phone: Harrison 1496 


ADAMS TRANSFER & STORAGE CO. 


228-234 W. 4th ST. KANSAS CITY, MO. 
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Philadelphia to Seattle are not available. The rail lines are 
obviously controlled by the railroads but even with that direct 
control they have not provided through passenger service. They 
propose for the days of integration something which they have 
already demonstrated a lack of willingness to supply on their 
own rail system.” 


Army-Industry Storage Committee 


A liaison committee composed of warehousemen and Army 
officers has been formed as a result of a letter of citation from 
Lieut.-Gen. Brehon Somervell, commanding, Army service 
forces, to President: Wesley Howell of the American Warehouse- 
men’s Association. Expressing a desire that the contacts and 
cooperation developed during the war be maintained “so that 
the readjustment of the next few months may be handled with 
the least possible disturbance to the national economy,” Gen. 
Somervell suggested that the association appoint a liaison group. 

President Howell appointed Albert B. Drake, president of 
the Lackawanna Warehouse Co., Inc., Jersey City, N. J., to 
head a liaison representation of five warehousemen. Other 
committee members are: Merchandise division of A. W. A.: 
David Tilly, president, New York Dock Co., New York; and 
Sidney Smith, president, Anchor Storage Co., Chicago; from 
the National Association of Refrigerated Warehouses: V. O. 
Appel, Fulton Market Cold Storage Co., Chicago; and C. A. 
Martin, president, Polar Cold Storage Co., Nashville. 

These warehousemen, together with five army officers, 
compose the liaison committee. At the first meeting, Army- 
Industry Storage Committee was agreed upon as the perma- 
nent name for the group. Brigadier-General N. H. McKay, 
director of supply, Army service forces, was elected permanent 
chairman, and Mr. Drake was named vice-chairman. 

Agreeing that “a sound efficient warehouse industry is nec- 
essary for Army purposes at all times and especially in cases 
of emergency, the committee set up the following objectives: 

(1) to foster the mutual development of improved methods of 
storage and materials handling, (2) to serve as a channel for 
the flow of vital information and new developments and plans 
between the Army and industry, and (3) to foster the estab- 
lishment of schools, where practical, for the training of both 
civilian and military personnel. 


Troop Transportation Facilities 


Delivery of railroad troop sleepers for use in transporting 
returning service men from U. S. ports to personnel centers at 
other points in the country had been tied up by a strike at the 
Simmons Co. in Kenosha, Wis., with the result that the placing 
in service of 300 of these cars, ready for use as soon as they 
could be equipped with berths and bedding from the Simmons 
Co., was being held up, Major General C. P. Gross, chief of 
transportation, army service forces, said in a report made 
public by the War Department (see Traffic World, Nov. 17, 
p. 1207). 

He said that intermittent strikes at the Pullman-Standard 
Car Manufacturing Co. and in some of its sub-contracting plants 
also had delayed production of troop sleepers. 

“To assist the railroads in their monumental task,” he con- 
tinued, “the army has assigned 36 of its hospital cars to the 
movement of able-bodied troops. Plans now are being made to 
release still more hospital cars for such use as the number of 
traveling patients declines. 

A series of strikes at the American Car & Foundry Co. in 
Berwick, Pa., has delayed for approximately one month the 
production of 400 troop-kitchen cars needed for use in troop 
trains. By the end of October, 230 of these were to have been 
delivered; actually, only ten were finished at that time.” 

General Gross reported that shipping for troop transport 
had been increased steadily “from before the war’ as fast as 
available shipyard capacity would allow. He said a fleet of 
253 troop ships had been augmented by conversion of 210 Lib- 
erty cargo ships, 97 Victory cargo ships, 38 hospital ships and 
178 Navy assault transports and 111 Navy combatant vessels. 


F. C. HOGUE 
General Traffic Manager 
Denver & Rio Grande Western Railroad 
Rio Grande Building 
1531 Stout St., DENVER 
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He saw present indications that shipping would be “over the 
hump, no longer the critical factor,” about January 1 in the 
Atlantic and in April, 1946, in the Pacific. 

Within the United States, movement of troops would make 
“still further inroads on civilian travel” in November, Decem- 
ber and early January, General Gross stated. He added that 
troops would be moved on trips well over 48 hours duration in 
coaches, ‘“‘and frequently clear across the continent.” 

“The full transportation resources of the United States are 
being exploited to the maximum short of colossal waste,” he 
said. 


RAIL CEREMONY IN PARIS 


An eagle, emblem of a captured German locomotive, was 
recently presented to the French National Railway Society by 
Brigadier General Carl R. Gray, Jr., director general, U. S. 
Army military railway service, in a ceremony at the main 
office of the society in Paris. “With this emblem goes the 
heartfelt thanks of the 160,000 members of the U. S. army 
transportation corps who served in Europe,” General Gray said, 
“for the splendid cooperation which is once again in evidence 
as we proceed with the huge task of moving millions of Amer- 
ican troops back to the United States.” M. Goursat, director 
general of the society, accepted the eagle. 


Egg Shipping Rules 


The marketing facilities branch of the transportation rates 
and services division, Department of Agriculture, is circulariz- 
ing the egg trade, and packaging manufacturers, calling atten- 
tion to new rules and regulations in connection with packaging, 
loading, and shipping carload shipments of shell eggs as pub- 
lished in supplement 36 to Consolidated Freight Classification 
No. 16, to become effective December 7. 

At the Department of Agriculture it was said the new rules 
required that the use of 35-ounce fillers in egg cases be discon- 
tinued after July 1, 1946 and that thereafter only 38-ounce 
fillers be used. It was also said the’ rules prohibited the re-use 
of the heavier fillers. It was further said the rules provided 
that the carriers would refuse the lighter packaging material 
manufactured after December 7. 

This, it was said, would require a revamping of packaging 
machinery, and concern was expressed whether, in the short 
time at the manufacturers’ disposal, they could make enough 
of the new cases to take care of what promised to be something 
near a record egg production. 


At the Department of Agriculture it was said this was an 
effort of the carriers to eliminate claims on egg shipments by 
shifting the responsibility to shippers. The circular letter accom- 
panying a copy of the new rules said the changes contained in 
them were made after much controversy over a considerable 
period of time with shippers, trade organizations, and other 
interested parties. 


The department suggested that, if any shipper or manufac- 
turer would be subjected to undue hardship under the new regu- 
lations, he might consider the advisability of requesting the 
Commission to suspend the supplement, and asked to be in- 
formed of such requests. 


Cc. P. RAILWAY RECONVERSION 


Early return to normal traffic conditions on the Canadian 
Pacific Railway was recently forecast by W. M. Neal, company 
vice-president, following his return to Montreal from a month’s 
inspection trip through western Canada. Mr. Neal said that 
the heavy return movement of Canadian troops from abroad, 
now past its peak, would be virtually completed by next spring. 
Among new devices already being put into service, he said, were 
aluminum box cars, improved refrigeration, diesel switching in 
city terminals, automatic electric signal systems, modernized 
compartment and bedroom cars, and new parlor car and cafe 
services on secondary lines. 


CLARK TRUCTRACTOR AT FLINTKOTE 


Thousands of tons of building materials, shipped every 
month from the Flintkote Co’s plant at Chicago Heights, II1., 
are transported from production to shipping platforms by a fleet 
of 25 lift trucks and tructractor trailer trains, according to 
Clark Tructractor, Battle Creek, Mich. Materials in rolls, cans 
and sacks are usually loaded onto trailers and drawn to plant 
destination or for loading loose onto trucks or freight cars. 
Packaged materials such as shingles and roll roofing are loaded 
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directly onto skids which are then transported in units by lift 
trucks, the Clark company said. 


ROCK ISLAND ROCKET FREIGHTS 


The first of the high speed Rocket freights recently an- 
nounced by the Rock Island Lines, has been placed in regular 
service, operating daily between Chicago and Houston, Tex,, 
officials of the road announced. Leaving Chicago at 11 p.m, 
the southbound freight arrives in Kansas City at 7 p.m. (second 
day), Fort Worth, Tex., at 9 p.m. (third day), and Houston at 
3:30 p.m. (fourth day), making the 1385-mile run in 61 hours. 
The northbound freight leaves Houston at 2:30 a.m., arriving 
at Fort Worth at 8:08 p.m., Kansas City at 8:30 p.m. (second 
day), and Chicago at 11:50 p.m. (fourth day). 





U. P. POST-WAR PLANS 


The Union Pacific Railroad on November 19 had $24,000,000 
worth of new equipment on order, and in addition bids have 
been requested for 100 passenger cars, the railroad announced. 
Equipment now on order includes 1,000 box cars, 500 automo- 
bile cars, 33 diesel engines, 132,000 tons of rail, and $3,672,000 
worth of rail fittings and 2,000,000 new ties. 


A. A. M. V. A. CONVENTION 


Malcolm McEachin, secretary of state, Nevada, was elected 
president of the American Association of Motor Vehicle Admin- 
istrators, at the closing session of the association’s thirteenth 
annual conference, November 16, at the Hotel Morrison, Chi- 
cago. L. S. Harris was re-elected executive director and act- 
ing secretary-treasurer. Other officers elected were: First vice- 
president, Otto F. Messner, Pennsylvania; and secretary-treas- 
urer, M. C. Connors, Oklahoma. 


U. S. RUBBER BRANCHES 


The opening of several new branches has been announced 
by the United States Rubber Co. A new branch in Oklahoma 
City will be managed by James L. Grider. Olen D. Brazil has 
been appointed district manager of the new ranch in New Or- 
leans. J. E. Kennedy has been appointed district manager of the 
Dallas branch. A branch at Charlotte, N. C., will be opened 
December 1, to be managed by W. O. Boone. K. N. Carter has 
een appointed district manager of the San Antonio district. 


FORD DEALER OPINION 


Dealer opinion on current and future Ford cars and trucks 
is being sought by the Ford Motor Co. in a series meetings be- 
tween company sales and engineering executives and repre- 
sentative auto dealers, at Dearborn, Mich. Visiting dealers con- 
ferred with Henry Ford II, company president, with J. R. Davis, 
director of sales and advertising; R. H. McCarroll, executive 
engineer, and other executives, for the purpose of “expressing 
their views about products and policies,” according to Mr. Ford. 


MC C-504, Frank Vajdl, 
Investigation instituted by the Commission, division 5, imto the 


Revocation of Certificate. 


operations of Frank Vajdl, of Wabun, Minn., in MC 101832, it 
appearing that the applicant has failed to comply with the rules 
of the Commission with respect to the filing of evidence of security 
for the protection of the public with regard to public liabiilty and 
property damage. Proceeding referred to Joint Board No. 24 for 
hearing December 11 at the U. S. Court rooms, Fargo, N. D. 
. 29415, Bomb Bay Doors, Garland, Tex., to Trenton, N. J. 
Investigation instituted into rates and charges applicable t0 
bomb bay doors, transported by Springmeier Shipping Co., Inc. 
as a freight forwarder, from Garland, Tex., to Trenton, N. J., in 
the period January 13, 1943, to October 2, 1943. Springmeier 
Shipping Co., Inc., having instituted suit against General Motors 
Corporation in the federal court for the New Jersey district fo! 
the recovery of alleged undercharges, asked the Commission to 
determine the lawful rate applicable to the shipments after the 
court issued an order staying all further proceedings before it 
until determination by the Commission of the lawful rates. The 
forwarder was made respondent, and the proceeding assigned for 
hearing at the Coronado Hotel, St. Louis, Mo., February 5, before 
Examiner Frank M. Weaver. 
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by lift W-96—Sub. 1—G. S. Pope, common carrier 
application. 
Novembee 28—Chicago, !il.—Sherman Hotel— 
Examiner Carpenter: 
itly an- 
est P. & P. U. Ry. Co 
n, Tex, = * & 2 * 
11 p.m., NOTE—lItems in the docket marked with an asterisk (*) have been added since the last issue 


(second of THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later 


* 
iston at than herein shown will not bear asterisks when they do appear. Current cancellations and and Peoria Gateway 


1 hours. postponements announced too late to show the change in this docket will be noted else- 
arriving where. 
(second 


November 26— Baltimore, Md.— Assoc. of November “gg a oy -—Association of 


Comm.—Examiner Mayo: Commerce—Jt PEDRIA-GATEWAY 
MC 106141—K & C Transport, Baltimore, MC 105804—Parsons Transfer, Baltimore, 
Md., certificate. Md. New, 
November 26—Baltimore, Md.—Association of November 28—Baltimore, Md.—Assoc. of Com- 


4,000,000 Commerce—Jt. Bd. 112: merce—Examiner Gray: 
ids have MC 12305—Harding Transportation Bureau, 
d Baltimore, Md. 
nounced. § november 26—Chicago, I1l.—Sherman Hotel— 
automo- Examiner Carpenter: 
3.672.000 MC 105847, Sub. 4—McClosky & Shaffer, 
. , Inc., Chicago, Ill., certificate to extend 
operations, 
November 26—Minneapolis, Minn.—U. S. Ct.— 
Examiner Wilkins: 
we ee Petroleum Co. vs. A. T. & 


. F. et al. 
S elected 29383, Sub. 1—Milder Oil Co. vs. A. T. & 
. Admin- S. F. et al. 

hirteenth ace F. pee, Mnaaietncing Co. vs. 


- : T.&S. t 

son, Chi- 20335 “Midwest Oil Co. et al. vs. A. T. & S. 
and act- F. et al. 

irst vice- ee oe States Power Co. vs. A. T. 


Everybody's Gateway 
Always Open 


Peoria and Pekin Union Ry. Co. 
Room 36, Union Station, Peoria 2, Ill. 


E. F. Stock, Traffic Manager 


"One of America's Railroads—All _— 
for Service in the Post-War _Ei Era 





&S.F 
ry-treas- 29334 and Subs. 1 to 9—Cooper Petroleum 
Co. vs. A. T. & S. 
29371— City of Lady Falls. Vs. Cc. B. & Q. 
eta 


November 26—New Orleans, La.—Jung Hotel 
Examiner Tyers: . fe 
nnounced MC ge Page 3—Byrnes Brothers, Jen- i 39 <~ 





\klahoma ——. -, certificate to extend opera- 
razil has — November 26—San Francisco, Calif.—P. O. 
New Or- Bldg.—Examiner Linn. 
er of the EX a harte MC 39—Practices of property BRAZIL 
e opened § November 26—Staunton, Va.—Fed. Bldg.— 
arter has |" yEramine® Wingon a wunctave, Be pons 
: . Sm purchase, 
rict. Smith, ARGENTINA 

November 27 — Baltimore, Md.— Assoc. of 

Comm.—Examiner Mayo 
MC 52837, Sub. $—Diarviand Pennsylvania & 

nd trucks ae tt agg we land-Pennsylvania 
2tings be- Express, Baltimore, d., certificates to For Salling Information 
ad repre- extend operations. Consult Our Offices 
alers con- § November 27—Crestline, O.—Fed. Bldg.—3It. 
R. Davis, | m6%19314—E. A. Schlairet Transfer Co., 
executive Mount Vernon, O., license. 
‘XPressing # November 27—Houston, Tex:—Ben Milam Ho- 


Mr. Ford. tel—Examiner Tyers: 
MC 75706, Sub. 42—Bell-Newlin Transporta- 
tion Co., Houston, Tex., certificate to ex- 


tend operations. 
November 27—Washington, D. C.—Examiner 
Cheseldine: 
Fourth Section Appl. 21532—Coal cinders to 
Atlanta, Ga., and Dothan, Ala. 
November 27—Washington, D. C.—Jt. Bd. 112: 
MC 12309—Transmotor, Inc., Baltimore, Md.. 
broker application. 
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MC 64932, Sub. 9—Rogers Cartage Co., Chi- 
cago, Til., certificate to extend operations. 
ee 39—Rogers Cartage Co., Chi- 
cago, ' 
November 28—Chicago, II1.—Sherman Hotel— 
Jt. Bd. 9: ° 


MC 64932, Sub. 43—Rogers Cartage Co., Chi- 

cago, Iil., certificate to extend operations. 

November 28—Cincinnati, O.—Gibson Hotel— 
Examiner Winson: 

MC F-2891—D. H. Ratner, control; The 
Emery Transportation Co., purchase, 
Nowak Trucking Co. 

November 28—Pittsburgh, Pa.—Roosevelt Ho- 
tel—Jt. Bd. 59: 

MC 35741, Sub. 1—Fusco Transfer, Corao- 
polis, Pa. 

November 28—San Francisco, Calif.—U. S. 
P. O. & Ct. Bldg.—Examiner Clifford: 
MC F-2250—F. M. Hall et al., purcbhase, 

Overland Transfer Co. 
November 29—Harrisburg, Pa.—State Comm. 
—Jt. Bd. 74: 

MC 102784, Sub. 1—R. Graham, Kinzer, Pa., 

certificate to extend operations. 
November 29—Pittsburgh, Pa.—Roosevelt Ho- 
tel—Examiner Driscoll: 


MC 40456, Sub. 10—John Benkart & Sons 
Co., Pittsburgh, Pa., certificate to extend 
operations. 

MC 21623, Sub. 69—W. J. Dillner Transfer 
Co., Pittsburgh, Pa., certificate to extend 
operations. 

ad 29—Washington, D. C.—Examiner 
us: 

Finance 15043—Application of L. & N. E. 
for authority to acquire trackage rights 
over line of C. of N. J. between Hauto 
and Nesquehoning, Carbon County, Pa. 

November 30—Dallas, Tex.—Baker Hotel—Ex- 
aminer Tyers: 

MC 105668, Sub. 1—L. T. Campbell, Long- 
} ne Tex., certificate to extend opera- 

ons. 

MC 105553, Sub. 7—C. J. Simpson, Dallas, 
Tex., certificate to extend operations. 


oe “a 30—Erie, Pa.—U. S. Ct.—Jt. Bd. 


MC 1480, Sub. 3—West Ridge Transporta- 
tion Co., Girard, Pa., certificate to ex- 
tend operations. 

November 30—Las Vegas, Nev.—Fed. Bldg.— 
Examiner Brooks: 
MC 58624, Sub. 1 Ex.—Atlas Transfer & 


DEPENDABLE 
SERVICE 


Here, at KEESHIN, we believe Service is 


something more than a seven letter word describ- 


ing a certain intangible. 


Dependable Service is the essence of our oper- 


ation—the “know-how” of our experienced per- 


sonnel. 


It is the factor which gives to your 


delivered product the added quality of good- 


will, and consequently, the assurance of repeat 


orders. 


KEESHIN MOTOR EXPRESS CO., INC. 
NATIONAL FREIGHT LINES, INC. 
SEABOARD FREIGHT LINES, INC. 
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Storage, Inc., Las. Vegas, Nev., certificate 
of exemption. 

November 30—Los Angeles, Calif.—Fed. Bldg, 
—Examiner Clifford: 

MC F-2957—R. G. Knoll, control; Boulevard 
Transportation Co., purchase, R. G. Knoll, 
Inc., Ltd. (C. E. Jackson, trustee). 

MC F-3004—R. E. Sorkness, purchase, G. L, 
Moser Klocke. 

oe eel 3—Albany, Ga.—U. S. Ct.—Jt. Ba, 


MC 6009, Sub. 18—Georgia Stages, Inc., Al. 

— Ga., certificate to extend opera- 
ons. 

December 3—Albany, Ga.—U. S. Ct.—Exam- 
iner Yardley: 

MC 105546, Sub. 1—Velbe Co., Inc., Cuth- 
bert, Ga., permit. 

December 3—Albuquerque, N. M.—Hilton Ho. 
tel—Examiner Clifford: 

MC F-2904—Navajo Freight Lines, Inc. 
merger, Navajo Exnress, Inc., and R. G. 
Spitzer and L. D. Harris, 

December 3—Buffaio, N. Y.—Hotel Buffalo— 
Examiner Mayo: 

MC 106005, Sub. 1—Adamski & Lewis, Buf- 
falo, N. Y., permit. 

MGC 106095—H. E. Rowland, Silver Creek, 
N. Y., permit. 

December = . N. M.—Crawford Ho- 
tel—Jt. 8 : 

MC 35320, Sub. 32—Dalby Motor Freight 
Lines, Inc., Lubbock, Tex., certificate to 
extend operations. 

December 3—Carisbad, N. M.—Crawford Ho- 
tel—Jt. Bd. 33: 

MC 104872, Sub. 1—T. H. Cochran, Pecos, 
Tex. 

December 3—Clarksburg, W. Va.—U. S. Ct. 
—Examiner Winson: 

MC F-2865—R. T. Reynolds, control; Rey- 
nolds Trgnapertece ae lease, West 
Virginia Transportation Co. 

pesemtine 3—Detroit, Mich.—Hotel Fort Shel- 
by—Examiner Driscoll: 

MC 55873, Sub. 5—Great American Trans- 
port System, Inc., Detroit, Mich., cer- 
tificate to extend operations. 

December 3—Mil!lwaukee, Wis.—Hotel Schroed- 
er—Examiner Carpenter: 

MC 3468, Sub. 108—F. J. Boutell Driveaway 
Co., Inc., Flint, Mich., certificate to ex- 
tend operations. 

December 3—Missoula, Mont.—U. S. Ct.—Jt. 
Bd. 83: 


MC 84690, Sub. 6—Northern Pacific Trans- 
port Co., St. Paul, Minn., certificate to 
extend operations. 

December 3—Philadelphia, Pa.—U. S. Ct.Ex- 
aminer Smith: 

* MC-F 2909—W. A. Kortenhaus, purchase, 
Rollo Trucking Corp., Inc. 

* MC-F 2917—J. P. Clark, control; Highway 
Express Lines, Inc., purchase, S. M. Tay- 
lor. 

December 3—Springfield, I11.—Hotel Abraham 
Lincoln—Jt. Bd. 149: 

MC 66562, Sub. 679—Railway Express 
Agency, Inc., New York, N. Y., certificate 
to extend operations. 

December 3—Springfield, I11.—Hotel Abraham 
Lincoln—Examiner Cantrell: 

MC 106104—Roy Willmoth & Son, Paris, Ill. 
certificate. 

December 3—St. Gneree, Utah—Washington 
County Ct. House—Examiner Brooks: 

MC 52866, Sub. 13—Rock 
Inc., Santa Clara, Ut 
tend operations. 

December 4—Philadelphia, Pa.—U. S. Ct.— 
Examiner Smith: 

* MC-F 2922— Scott Bros., Inc., 
Peninsula Auto Express Co. 

* MC-F 2954—Red Star Express Lines of Au- 
burn, Inc., lease, Gratale Brothers, Inc. 


December 4—San Francisco, Calif.—P. 0. 
Bldg.—Jt. Bd. 75: 
MC 106040—Jones Transfer and Storage, 
Redding, Calif., certificate. 


December 4—Shreveport, La. — Washington: 
Youree Hotel—Jt. Bd. 32: 
MC 106156—Ross & Neal, Carthage, Tex., 
certificate. 


December 4—St. 
Hotel—Jt. Bd. 149: 

MC 35484, Sub. 10—Viking Freight Co., St. 
Louis, Mo., certificate to extend opera: 
tions. 

December 4—Syracuse, N. Y.—U. S. Ct.—Ex- 
aminer Mayo: 

MC 59131, Sub. 8—S. & D. Motor Lines, 
Inc., Fulton, N. Y., certificate to extend 
operations. 


December 4—Tallahassee, Fla.—State Comm. 
Examiner Yardley: 

* MC 88771, Sub. 2—Harrell Transfer and 
Storage Co., Tallahassee, Fla., certifi 
cate to extend operations. 


December 4 Washington, D. C.—Jt. Bd. 108: 
MC 1800, Sub. 14—A. B. & W. Transit Co., 
Alexandria, Va., certificate to extend Oop 
erations. 
MC 18133, Sub. 15—Arlington and Fairfax 
Motor Transportation Co., Arlington, Va. 
certificate to extend operations. 


Mountain Service, 
, certificate to ex- 


merger, 


Louis, Mo.—Mark Twain 
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ecember 5—Dallas, Tex.—Baker Hotel—Ex- 
ertificate | ° aminer Clifford: 

MC-F 2952—R. M. Belcher et al., purchase, 
od. Bldg. B. U. Ross. 
| MC-F 2953—R. M. Belcher et al., purchase, 
guievard W. H. Cramer and I. M. Summers. 
Te 0 > 


ber 5—Philadelphia, Pa.—U. S. Ct Caper. Se0- 

ecember iladelphi a—U. S. Ct.— 

6k Pecexaminer Smith: nomical han- 
den * MCF ge ge ie og oe Lines, Inc., dling and proper 

control, Eastern Trails, Inc. 

—Jt. Bd |. mc-F 2999—All American Bus Lines, Inc,, Storage of: fro- 

Inc., Al- merger, Eastern Trails, Inc. zen foods and 

i opera. December 5—St. Paul, Minn.—State Comm. meats a spe- 

—Exam- MC 43475, Sub. 17—Glendenning Motorways, cialty in each of 


Ine., St. Paul, Minn. the 14 ware- 
c., Cuth- December 5—Syracuse, N. Y.—U. S. Ct.—Ex- 












aminer Mayo: houses. Their 
ilton Ho. MC 59135) Sub. 7—Red Star Express Lines, EC if \y 1 facilities are at 
Auburn, N. Y., certificate to extend op- your service 
es, Inc. erations. 
nd R. G, MC 69745, Sub. 2—Penn-N. Y. Truck Lines, 
Inc., Cleveland, O., certificate to extend 
Buffalo— operations. 
is. Buf December 5—Washington, D. C.—Argument: 
oe Se 29283—Federal Cement Tile Co., et al. vs. 
r Creek C. & O., et al. 
, ' 1. & S. M-2506—Hides, pelts, skins, between 
ford Ho- N. Y., N. J. and Mass. 
December 6—Albany, N- Y.—Fed. Bldg.—Ex- 
- Freight aminer Mayo: 


MC 2756, Sub. 7—John Vogel, Inc., Albany, 
— o N. Y., certificate to extend operations. 


, " MC 66562, Sub. 676—Ry. Express Agency, 
a = Inc., New York, N. Y., certificate to ex- 
n, Pecos, tend operations. 


December 6—Hayti, Mo.—Rancho Hotel—Jt. 
Bd. 247: 


gy. 8. Ct. 4 : 

MC 105120, Sub. 1—Peniscot Motor Freight 
rol; Rey- Co., Caruthersville, Mo. 
se, West December 6—Philadeiphia, Pa.—U. S. Ct.— 
‘ort Shel: Examiner Smith: 


* MC-F2959—G. Santini et al., control; San- 
tini Bros., purchase, Westchester Lines, 

in Trans- Inc., and Westchester Motor Lines, Inc. 
ich., cet- § + mcC-F 2989—J. Garrantano and C. Garran- 
tano, purchase, Reich Bros. Long Island 


| Schroed- Motor Freight, Inc. 

December 6—Washington, D. C.—Argument: 
yriveaway 29131—Swift and Co. vs. B. & O., et al. 
te to ex: 29131, Sub. 1—Cudahy Packing Co. vs. B. & 
O,, 26 ai. 
. Ct.—dJt. 29131, Sub. 2—Armour and Co. vs. B. & O., 

et al. 

fic Trans- 29217—American Steel Abrasives Co., et al. 
Aficate to vs. B. & O., et al. 


S. Ct.Ex- December 7—Albany, N. Y.—Fed Bldg.—Ex- 
: ey aminer —: ‘ 
purchase * MC 2835, Subs. 13, 14 and 15—Adirondack 
; Transit Lines, Inc., Kingston, N. Y., cer- 
Highway tificate to extend operations. 
. M. Tay- ey, Pt aeene, Mich.—Olds Hotel—4Jt. 
. MC 66562, Sub. 681—Railway Express 
em Agency, inc., New York, N. Y., certificate 





Express to extend operations. 

certificate MC 66562, Sub. 681—Railway Express Agen- 
cy, Inc., New York, N. Y., certificate to 

Abraham extend operations. 
December 7—Lansing, Mich.—Olds Hotel— 

Paris, IIL, Examiner Driscoll: 
MC 100337, Sub. 14—McKinley Driveaway 
Jashington Co., Kalamazoo, Mich., certificate to ex- 

rooks: tend operations. 


in Service, § December 7—Memphis, Tenn.—Peabody Hotel 
ate to ex: Jt. Bd. 38: 
MC 104516, Sub. 5—White River Truck Line, 


Ss. Ct.— ‘ Batesville, Ark., certificate. ianoiiac. ie 
ecember 7—Memphis, Tenn.—Peabody o- 
merger, tel—Jt. Bd. 215: ' 
t Aw MC 37386, Sub. 2—Blue Streak Express, 
1€S 0 I Ls Memphis, Tenn., certificate to extend op- 
hers, Inc. erations. 


if.—P. 0. December 10—Binghamton, N. Y.—U. S. Ct. 
—Examiner Mayo: : 
| Storage, MC 22816, Sub. 2—K. F. Scott, Margaret- 
“ howe N. Y., certificate. - 
: ecember 10—EI Paso, Tex.—Hotel Paso Del 
ashington Norte—Jt. Bd, 33: 






age, Tex, MC 69764, Sub. 11—W. E. Whitfield and 
Sons, Las Cruces, N. M., certificate to ex- 
rk Twain De = ge eer Rapids, Mich.—U. S. Ct : Thc City 
” cember ran apids, Mich.—U. S. q 
cost | neteeiminge Bigeat COLD STORAGE WAREHOUSES Wf IcEg 
a Sa MC 48846, Sub. 12—Curtis Keal Transport auae 
snd op Co., Cleveland, O., certificate to extend JERSEY CITY, N. J. ST. LOUIS, MO S 
. operations. 4 " Tete] cfolel ae MA -Tauillilol it -4 Federal Cold Storage Co 
3. Ct.—Ex- smnceneer SP-a.iatte Rock, Ark.—State Comm. Refrigeration Co NATIONAL STOCK YARDS, ILL f ty 
—wJ U. ° ° al merican Nileldelsi 
tor Lines, MC C-493—North Little Rock Transfer Co., ga a me 
to extend North Little Rock, Ark. el Se ee: alam tags Siringeld inet 
December 10—Needles, Calif.—City Hall Bldg. TE PA. abisasetinn Ca 
ate Comm. —Examiner Brooks: a ee eet Se KANSAS CITY, KANS 
MC 57865, Sub. 1 Ex.—N. R. Dunton, Gold- CLEVELAND, OHIO hoduset Cold Stalcas Ge COLD STORAGE 
.nsfer and road, Ariz., certificate of exemption. Federal Cold Storage Co mms 
a., certifi December 10—New York, N. Y.—641 Wash- COLUMBUS, OHIO Fics Koki te Co DIVISION 
+ mugton_St.—Examiner Boss: Federal Cold Storage Co eseventons socae> e 
t. Ba. 108: MC-C 507—Hudson Bus Transportation Co., DECATUR, ILL. echasamneng ag Sgr BPE 
aaa Ole Ine., passenger service. Pair Sarcics Liwiobi Sree Pa oe 33 $ CLARK ST 
extend op- —_" ee ene Okla.—Skirvin ST. LOUIS, MO PHOENIX, ARIZ - z 
otel—Examiner Clifford: reg a ee C ty Col ° 
*MC-F 2968—Clanton Transportation Co., ane Se ee nosey Fag 
nd Fairfax Inc., purchase Lee Way Motor Freight, Biv icgetsce sitet acne a Chicago 3, Ul. 





ne, 





ngton, Va.. 
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Educational Courses 





NEW TRAFFIC COURSE now ready. Material in our well-known 
resident course available by mail, including current classifications, 
actual tariffs—rail, motor, forwarding, air, express, water—covering 
rates, rules, routes, demurrage, storage, transit, claims, etc. Low cost 
—liberal terms. Enrollments will be limited because of tariff supply. 
College of Advanced Traffic, 12 E. Jackson Blvd., Chicago 4. 


——oEEoeee=Eeeeeeaeaeaeaeaeaeaeaeaeaeaeaeaele_ow@aaaaaaqnananaooananan0®«qqmmsmsms@W 


Situations Wanted 











TRAFFIC MANAGER—Age 29, seeking permanent connection in 
industrial traffic or Chamber of Commerce. Ten years’ diversified ex- 
perience Class I railway. Expert rate man, including thorough knowl 
edge tariffs and practices Mexican railroads. Registered practitioner 
I..C. C. Box 436, Chicago office Traffic World. 























ASSISTANT Freight Traffic Manager of large industry now avail- 
able and desires employment. Box 437, Chicago office Traffic World. 






TRAFFIC EXECUTIVE, age 39, twenty years’ experience all phases 
traffic, warehousing, distribution. I. C. C. Practitioner. Recently re 
leased from Army. Held responsible position in transportation while 
in service. Neat appearing. I can be asset to your organization. 
Request interview. Box 438, Chicago office Traffic World. 





























For Sale 









FREIGHT CARS 
Box Gondola 
Flat Hopper 
Dump Tank 


Also Special Purpose Equipment 
Your inquiries appreciated 
IRON & STEEL PRODUCTS, INC. 


40 years’ experience 
13450 S. BRAINARD AVENUE CHICAGO 33, ILLINOIS 


"ANYTHING containing IRON or STEEL" 













How could YOU OWN tank cars? 


Reduce your Costs? 
Save’you Labor? 
Save you Money? 
Improve your Operations? 
Increase your Profits? 


ae De ee 


We have just purchased several hundred good used cars right out 
of service. 


THESE ARE AVAILABLE TO YOU AT CLOSE TO 
PRE-WAR PRICES! 


Request our prices—"if just out of curiosity’—because there is no 
obligation. 


TANK CAR TANKS ALSO FOR SALE and 
PRICED RIGHT, too! 


IRON & STEEL PRODUCTS, INC. 
40 years’ experience 
13450 S. BRAINARD AVENUE CHICAGO 33, ILLINOIS 


""ANYTHING containing IRON or STEEL" 
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THE STRONG, LIGHT-WEIGHT STEEL 
J TA | \ E R == §€CONTAINER THAT SHIPS PARTS AND IN- 
STRUMENTS WITH SAFETY AND ECONOMY. 


Whatever you ship in the Jaltainer — delicate elec- 








trical equipment, instruments, controls, metal parts, 





ell-known or other goods and materials — is shipped with the 
ifications, . ‘ x ‘ ‘ 
covering assurance of safety — with light-weight shipping 
iW cost 
ff supply. economy. 
The strength of steel secures the Jaltainer’s con- 
tents against physical breakage and damage. The 
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JALTAINER is available in a wide variety of sizes. Special 
frames are designed to fit your particular requirements. 
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This unscrambling of the egg, as it were, 
will cost money. Lots of it. 


Yes, the war is over. Our enemies have 
thrown in the sponge, and promised to be 
good boys. Whether they will is a matter for 
prayer and speculation...but, disarmed, their 
capacity for going berserk again is limited. 


That’s why we, as individuals, are asked to 
subscribe to the Eighth—the Victory—Loan. 
The money is needed just as badly as that 
raised in previous drives. Let’s buy our share 
of these Bonds. And, further, let’s keep a// 
the Bonds we hold until maturity. 


The bulk of our forces must be brought 
home as speedily as possible, and the whole 
war-mess liquidated without undue delay. 
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